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INTRODUCTION 
McLean Sea-Land Service and other similar services 
consist of conventional forms of surface transportation 
combined in such a way as to establish a new and unique 
mode of transportation. The application of new principles 
and the insertion of new ideas seem to assure technical and 
economic advances which can conceivably be of great benefit 
to the transportation field. Any novel transportation 
technique which is capable of causing significant change 
in the national transportation industry merits an extended 
consideration. It is the intention of this thesis to make 
a thorough exploration of all phases of the so-called 
"Roll 'em on, Roll 'em off" service. 
While each of the new services of this type has some 
characteristics peculiar only to itself, the general prin-
ciples which apply to one apply to all. The McLean Sea-Land 
Service proposal is by far the most extensive plan as yet 
put forth from the standpoint of scope of operation and fi-
nancial outlay. Thus, for purposes of this thesis, the 
McLean proposal was chosen as the basic idea, and other 
similar services and proposals are compared to it. 
Basically, the new services discussed herein consist 
of carrying loaded motor truck trailers or loaded rail cars 
on sea-going vessels. Thus~ the inherent advantages of low 
cost water transportation are utilized without the disadvan-
tages of high cost cargo handling. The new service has 
been nicknamed the "Water-Piggyback11 , or the "Roll 'em on, 
Roll 'em off 11 Service. This term was borrowed from the rail-
roads, which for some time have been transporting loaded 
truck trail~rs on rail flat cars. Other terms, such as 
"Fishy-Back" and 11Duck-Back", have been used by newspapers 
and periodicals in articles concerning the sea~land services; 
but, for purposes of this thesis, the terms "water piggy-backu 
or "Roll 1 em on, Roll 1 em off" will be used. 
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It is in the first chapter that these water piggy-back 
services, other than that of McLean, are discussed. For 
organizational purposes they are classified as either wate r 
rail carriers or water motor carriers. These two categories 
a r e then sub-divided by having one particular service repre-
sent each known method of operation. For example, in the rail 
water category, Sea-Train Lines, Inc., which loads rail cars 
on vessels by means of an elevator, is compared with Newtex 
Steamship Corporation, which proposes to load rail cars by 
means of a large crane. The speed and efficiency of these 
various services are discussed along with the approximate 
ports and areas to be served by each. The advantages of 
each type of service are brought out, and it is pointed out 
if and why they are expected to operate successfully. 
The McLean Sea-Land Service is thoroughly discussed in 
the second chapter and compared with other related services. 
An important part of this chapter is the history of the 
proposal which attempts to explain why such a service was 
deemed necessary in the first place, and how it came to be 
developed. The service itself is described in detail and the 
proposed ports and schedules are presented. The various 
uses to which the service can be adapted are pointed out and, 
finally, consideration is given to the rates which might be 
applicable. 
The success or failure of these new services will de-
pend in large measure upon the success or failure of the 
specialized vessels and port facilities which they will util-
ize. For this reason, the characteristics of the vessels and 
port facilities are explored in some detail in chapter three. 
Many of the companies interested in establishing one of the 
above mentioned services have clamped rings of secrecy around 
their plans, and even intensive research has failed to turn 
up some of the details which were desired for discussion 
herein . However, sufficient data was obtainable to allow a 
description and comparison of the most important features of 
these facilities. Examples are given for both the wate r 
rail carriers and the water motor carriers. Finally, the 
McLean vessels and port facilities are described . 
The federal government has taken a decided interest in 
the various sea-land services. This interest is manifested 
in three ways; namely, through the Federal Maritime Board, 
through the Department of Agriculture, and through the De-
partment of Defense. The government thinks so highly of the 
sea-land vessel that it is presently building six of its 
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own which are very similar in design to the McLean vessel. 
The reasons for this interest are put forth and discussed in 
chapter four. There it is shown why the government consid-
ers sea-land operation not only in the public interest, but 
also actually necessary for national security . 
There has been considerable controversy as to whether 
the water piggy-back idea could really be run on a paying 
basis. Some critics say that there is not ·enough potential 
traffic to allow such an operation to exist, and still others 
deny that rates could be substantially lowered without going 
in the red. Many say that expenses will be much greater 
than estimated. It is with the hope of clarifying this 
situation that the detailed account of expected costs and 
revenues is presented in chapter five~ Most of the figures 
and estimates were found in -testimonies and exhibits presen-
ted by McLean before the Inters tate Commerce Commission, 
during the sea-land service hearing (Docket MC-F-5647). 
vfuile this may, at first, seem to be a biased account, it 
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is significant to note that even close scrutiny by represen-
tatives of opposing railroads disclosed no major exaggera-
tions or understatements. In addition to the estimated costs 
and revenue figures, a detailed analysis of the composition 
of the expected traffic is presented. It must be remembered 
that while the figures presented are, at best, only estimates, 
they are estimates which are the result of many months of 
intensive research by men deemed experts in their field. 
It is only reasonable, therefore, that they should be given 
----------=---~--
careful consideration. 
The new proposals, will, of course, be subject to 
heavy opposition from competing carriers. The McLean propos-
a l is already under fire from ·several directions. The com-
peting railroads have offered the most violent objections, 
and they are closely followed by the competing motor carriers 
and water carriers. The objections of these competing car-
riers are stated and discussed in chapter six. McLean's 
replies to these competitors are given and, finally, a 
summar y is presented in which the validity of the · cases ·pre-
sented by both sides is discussed. 
The seventh chapter presents a summary of what the sea-
Land services would accomplish and whom they would benefit. 
The objectives that should be realized are stated, and the 
reasons which make these objectives desirable are discussed. 
The advantages of such services to shippers are brought out, 
and particular attention is paid to the relationship between 
New England industrial producers and Southern markets and 
raw material sources. It is clearly demonstrated that with 
New England situated as it is, at the end of the line, and 
depending more and more on the other expanding markets of 
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the south, cheap transportation is vital to its ability to 
compete with more central areas. The Sea-Land services may 
well be one answer to this problem. The final chapter states 
the conclusions of the author as to what can be expected 
from the Sea-Land services in the near future. 
Since there has been very little written on the subject 
of "water piggybackn services as yet, it was necessary to 
rely to a great extent on the companies involved for much 
of the material and data used in this thesis. Much of the 
material also came from the files of the Massachusetts De-
partment of Commerce; and the author is greatly indebted to 
l'-1r. Jack Griefen, Deputy Commissioner of that organization, 
for his cooperation and interest. Substantial data were ob-
tained from the files of the Wall Street Journal through the 
cooperation of Mr . Marvin A. Chatinover, Staff Reporter of 
that organ . Info~ation gathered from personal interviews 
with representatives of many of the companies mentioned, and 
material from periodicals and government publications helped 
to fill in the gaps. 
It is the author's hope that the following thesis will 
allow a clearer understanding of this latest advance in . the 
evolution of our transportation system. 
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CHAPTER I 
11 WATER PIGGYBACKS 11 OTHER THAN McLEAN 1 S 
"Water piggybacktt services can be divided into two 
major categories. These two are (1) carrying railroad cars, 
and (2) motor piggyback services. 
Water Rail Piggyback - Actual and Proposed 
A few eastern railroads were the first carriers to 
recognize the advantages of the water piggyback, and the 
first attempt to utilize the service came in the form of the 
seatrain. Since October 6, 1932, Seatrains, Inc. has been 
operating vessels between Hoboken, N. J. and (Belle Chasse ) 
New Orleans, on which freight is transported in loaded rail-
road cars. This service was later extended to include 
Savannah, Ga., and Texas City. 
The seatrain method of transportation was developed 
for the purpose of eliminating the delays, disadvantages, 
and expenses which occur when cargo must be transferred be-
tween railroad cars and holds of vessels. By means of 
special loading machinery, loaded freight cars are lifted 
from the tracks of connecting railroads at one port, de-
posited on the seatrain vessel which carries them to the 
port of destination, lifted from the vessel to the tracks 
of the connecting railroad, and moved to final destination 
-7-
# 
without having the contents disturbed in any way. This ser-
vice can be performed only between ports at which special 
facilities have been provided. At t~e present time they are 
to be found only at the above mentioned ports. # 
In describing Seatrain operations at the original hear-
ings, the I.C.C. said: 
The service performed by seatrain is 
generally conceded to be superior to that 
afforded by steamship of the usual type. 
By using seatrain service, shippers ob-
tained what is practically equivalent to 
all rail service, except for the somewhat 
longer time in tran~it, at rates less than 
the all rail rates. 
In addition, shippers are also saved packing and handling 
expenses necessarily incurred if the movement is over the 
break bulk water routes. Also, certain classes of bulk 
freight which cannot bear the all rail charges can be 
handled by the Seatrain service; and, thus, markets opened 
up for them which heretofore could not be reached. The 
I.c.c. has said: 
It seems clear from the evidence of 
record that the operation of Seatrain 
is in the public interest and is of ad-
vantage to the convenience and commerce 
of the people.** 
The Newtex Steamship Corporation of New York, a major 
coastwise operator, has applied to the Maritime Administra-
# See description of special facilities, Chapter III. 
## The loading facilities are owned by the connecting 
railroad and together with the piers and necessary 
supporting tracks are leased to Seatrain. 
* 38. 
** 39. 
8 
tion for a government guarantee of a private eighteen 
million dollar loan to finance construction of two train 
ships. Newtex is certified by the I.C.C. to operate as a 
common carrier by water, with self-propelled vessels in 
interstate or foreign commerce, in the transportation of 
commodities, generally between the North Atlantic ports of 
Boston, New York, Philadelphia, Baltimore, on the one hand, 
and the Texas ports of Houston and Brownsville on the other. 
Presently this service is conducted with four freighters, 
each of which is about five thousand tons dead weight. r.'Jr. 
M. G. Frechie, Vice President of Newtex, stated: 
The Newtex operations in the domestic coast-
wise trade are conducted by the so-called 
"Break bulk" method. Rising cost of opera-
tion and intensive study over the past eight 
years have convinced me that the present type 
of break bulk coastwise vessel is ~now as out-
moded as the clipper ships of former years.* 
Newtex has concluded that construction of a new type of 
vessel is made necessary by the disadvantages of the break 
bulk coastwise steamship service, coupled with improvements 
in other types of transportation of property. Newtex be-
lieves it has found the answer in its proposed train ships.# 
These train ships will be able to carry about 128 fully 
loaded train cars, and will also be fitted with coiled tank 
capacity for ten thousand barrels of liquid bulk cargo. 
* 57 • 
.. 
# Described in Chapter III. 
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The initial two train ships are scheduled for regular \'Teekly 
sailings between the North Atlantic ports and Houston. The 
time in transit from the North Atlantic port of departure to 
Houston will be 4 1/2 to 4 3/4 days. 
These train ships will be capable of carrying any 
freight that can be loaded into or on a box car, flat car, 
gondola car, tank car, or hopper car. Since the contents 
of the car will not be handled on routeJ the pilferage and 
damage so prevalent in the break bulk type of handling will 
be eliminated. The contents of the car will reach the con-
signee in 11 factory fresh11 condition. 
Because the train ship idea requires no physical hand-
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ling of the contents of the freight car at the port of load-
ing and the port of discharge,there will be no loss of time 
interchanging the freight with the railroads at the ports. 
The proposed high speed schedule of the train ships will 
provide an expedited service, and their regularity of sailing 
will not be disrupted by inclement weather, since the cars 
can be loaded or discharged from the train ships during 
rain or snow.# Not only is this feature important to the 
shipping public , but it also avoids costly dead time to the 
vessel. 
Mr . Frechie, in his testimony before the Merchant Marine 
# The standard cargo vessel today suffers many costly 
delays and much extended port time due to the fact that 
rain or snow make loading or discharging dangerous 
or impossible. Most longshore gangs take a dim view 
of working in either, and in many cases refuse to do 
so. 
------
and Fisheries Committee of the United states Congress, said 
that Newtex had sent an announcement to the shipping public 
in which the train ships and their features were described, 
and the public was asked whether or not this type of vessel 
operated as here proposed would be beneficial to the traffic 
of their companies. Up to the date of the testimony, Newtex 
had received 244 letters in response to the announcement. 
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One hundred and twenty five of them either could not or did 
not furni sh tonnage figures. One hundred and nineteen col-
lect ively stated that they estimated that there would be 
approximately 9,645 additional carloads of freight available 
to Newtex with the operation of the train ships. The tonnage 
handled by the company, in its present break bulk service, 
is in excess of that necessary to provide 50% capacity loads 
for the two train ships per year. Fifty per cent capacity 
of the two train ships per year would be equivalent to 6,250 
carloads of freight. 1~en this volume now handled by Newtex 
is added to the additional volume, estimated by the shippers, 
the result would be that the two train ships would be over -
booked by about 30% of their annual capacity. There does, 
therefore, appear to be enough potential freight to suppor t 
the opera tim • 
There is also new activity on the Pacific Coast in the 
business of moving loaded freight cars by sea. A race to 
enter the Alaska steamship service with sea train type vessels 
is underway between a combined operation of the Coastwise and 
Luckenback lines and the Alaska Steamship Company of Seattle. 
Based on an expected saving in cargo handling cost, and 
the time the ships will require in port, the Navy and Army 
are interested in the introduction of this type of operation 
to Alaska. The plan is dependent on the outcome of talks 
with the government-operated railroad over the tie-in of 
their system with the ships at dockside. The companies have 
already received permission from Interior Secretary McKay to 
proceed with these negotiations. 
Coastwise-Luckenbach of San Francisco, hopes to be able 
to inaugurate its service possibly as soon as July, 1955, 
or, in any case, before the end of the year with two con-
verted C-4 type freighters. The two ships, each carrying 
118 loaded railroad freight cars, would operate between 
Seattle and the various Alaskan ports designated. Future 
plans would expand the fleet to four ships with the service 
extended to Californian ports. 
Alaska steamship plans to build new ships for this route 
and will not be able to move into the trade for at least a 
year. 
The reductions in cost and other advantages of the 
service of carrying loaded rail cars by sea is approximately 
the same for all carriers. Those which were mentioned as 
applying to Seatrain and Newtex apply more or less to all. 
Existing Motor-Water Piggybacks and Proposed Expansion 
The first and foremost among the existing mobor truck 
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* water carriers, is the T.M.T. Trailer Freight, Incorporated. 
* 60. 
T.M.T. h~s made available to the shipping public a through 
movement of freight in loaded highway trailers between poi nts 
in t he United States and points in the Carribean area, in-
cluding Puerto Rico. 
There has in the past been a through container trans-
portation service on a somewhat limited scale, operating 
between United States ports and Puerto Rico t hrough the _co-
operative efforts of three affiliated corporations which 
have now been acquired by T.M.T.: Trans-Carribbean Motor 
Transport, Inc.; Trailer Marine Transport, Inc.; and Trans; 
Carribbean Motor Transport, Inc., Puerto Rico. 
Trans-Carribbean Motor Transport, Inc., a motor 
common carrier, began operations in August of 1953. It now 
operates in Florida, under temporary authority from the 
I.C.C., to transport freight in trailers to and from Florida 
ports for a subsequent or prior ocean movement. It has an 
* application for permanent authority now pending. 
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Trailer l\1arine Transportation Co., was organized in 
July 1953, for the express purpose of providing common 
carrier service on the high seas and thus facilitating the 
ocean movement of the above mentioned loaded highway trailers. 
Trans-Carribbean Motor Transport, Inc., of Puerto Rico 
was organized under the laws of Puerto Rico in July 1954, 
for the purpose of providing motor carrier service in Puerto 
Rico to and from the ports. This company does not limit its 
operations to the joint movement described above, but also 
offers common carrier service throughout Puerto Rico. 
* 41. 
The new transportation concept realized involves the 
pick-up of freight in trailers at the point of origin, move-
ment to shipside, placement of the loaded trailers on the 
ocean vessel, the ocean movement, and finally the movement 
# 
of the trailer to the point of destination. T.M.T. claims 
that it can reduce the handling processes from 12 to 2, which 
is practically the irreducible minimum. Its trailer service 
thus offers the shipper tremendous savings in handling costs, 
stevedoring, and time, as well as reduction of damage to an 
absolute minimum. 
The past operations were conducted, more or less, as a 
series of tests, during which time T. M.T. subsidiaries suc-
cessfully operated at a profit. Taking full advantage of the 
experience thus gained, T.M.T. now wishes to vastly expand 
its service. Through its subsidiaries it now has more than 
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70 over-the-road trailers, 10 tractors, 5 pieces of freight 
handling gear, and other rolling stock needed to move freight. 
T.M.T. also has arrangements for the use of vessels between 
Florida and New York on one hand, and Puerto Rico on the other.## 
Facilities are now being made available at the ports to be 
used to permit the development of the extended service 
# It should be noted that a unique feature of the T.M.T. 
proposal is the attempt of actual overseas carriage, 
which is not included, at least at present, in the 
McLean idea. 
## It should be noted that T.M.T. has no one specific 
type of vessel for its operations, but uses several 
types of standard craft which are converted as neces-
sary. Liberty ships are utilized out of New York -
and LSTs out of Norfolk. 
contemplated. 
For operations out of New York, T.M.T. uses a Liberty 
ship operated by American Union Transport, Inc. Under ar-
rangements with the port of New York Authority, trailers are 
stored at Newark_, and 50 ton capacity cranes at that place 
are used to load and discharge them from the vessel. On its 
Southern route, between Florida and Puerto Rico, the small 
barge type craft used in the experimental stages of t he ven-
ture was found inadequate to handle the increased volume of 
freight . Therefore, T.M.T. has contracted to purchase a 
'tLanding Ship Tank" vessel to accomplish this particular flow 
of traffic. The plan now under consideration includes the 
removal of the machinery from this LST, thus making it a 
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barge. The Moran Towing Co._, which has been an active par-
ticipant in the experimental stages of the service, has agreed 
to furnish an ocean-going tug for purposes of propulsion. 
In summing up its own operations and proposals, T.M.T. 
states: 
••••• It certainly would not be presumptuous 
to observe· that the piggyback type of oper-
ation_, which has captured the imagination 
of interstate shippers in the United States_, 
as evidenced by the recent vastly expanded 
rail-trailer services offered by the rail-
roads and as evidenced by the so-called 
McLean-Loveland application to provide 
"trailer ferry11 service along the East Coast, 
will rapidly acquire a substantial portion 
of the freight now moving between United 
States and carribbean points, via the old 
conventional expensive and time-consuming 
steam transportation. 
So-called van movers of household goods have been and 
are, at present, important pioneers in "water piggyback". 
Allied Van Lines, Inc., one of the nation's largest carriers ) 
of this type, has taken the commanding lead in the race to 
get household goods moving overseas in loaded trailers. 
Allied is actually operating three services of this type 
at the present time. These services include movements to 
Puerto Rico, Alaska, and Hawaii. 
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For the Puerto Rican run, Allied utilizes the services 
of T.M .T. Under terms of this service, shipments originating 
with any of Allied's 640 domestic agents travel overland in 
conventional vans to one of four Eastern ports: New York, 
Norfolk, savannah, or Miami. At these ports the loaded 
trailer vans are hoisted aboard T.M.T. ships and carried to 
Puerto Rico, where Trans-Carribbean Motor Transport, Inc. 
acts as an agent for Allied and completes the last lap of 
the move. 
The Alaskan and Hawaii services differ in some respects 
from the Puerto Rican operation, but they too have been high-
ly successful. Until recently, these two runs were confined 
strictly to the movement of goods belonging to the military 
and Armed Forces personnel . Now, however, both services are 
offered to the general public.# 
# It should be noted that the Hawaiian and the Alaska 
services were inaugurated for the Department of 
Defense, and although later made available to the 
public, they still depend heavily on the movement 
of military personnel. Conversely, the Puerto Rican 
project is being opened first to civilians. Allied 
is banking on a continued expansion of private in-
dustry on the island and the immigration of American 
business personnel. 
Allied does not ship the entire van and chassis to 
Alaska, but instead uses what it calls a container van. For 
this purpose it utilizes a special wooden box-like container 
which can be secured to a flat bed trailer chassis or put 
inside a regular truck trailer. In a personal interview 
which the author had with Mr. J. R. Hawthorne, Allied's 
general manager, the latter explained that the trucking 
equipment used in Alaska is of a very specialized nature 
and extremely expensive to build :and maintain. Allied, 
therefore, operates none of its own equipment in Alaska, 
but, instead, utilizes the wooden van described above. Mr. 
Hawthorne stated: 
After much experiment and experience, we 
have discarded the steel and aluminum box 
and developed in its place our own strong 
lightweight wooden container. Although 
this container must be replaced after approx-
imately 20 trips, we find that the advantages 
of lightness, non-maintenance, and low ini-
tial cost, more than offset the cost and 
trouble .of replacing. 
The Hawaii service still utilizes the small steel box-
ty,pe container. Mr. Hawthorne explained that this was be-
cause of the difference in the type of vessel used. Con-
tainer vans moving to Alaska are loaded on the decks of 
large barges which are towed by ocean-going tugs of the 
Alaska Freight Lines, Inc. In the Hawaii run, however, the 
boxes are actually placed in the holds of standard sea type 
vessels of the Matson Line. 
The potential of the above operation is pointed up by 
the economics of the following example: 
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A 4,000 pound load (L.C.L . ) can be shipped from New 
York to Hawaii , according to Allied, in thirty days, at a 
cost of $1,458, and requiring only one operation. The same 
shipment, rail-sea, would weigh 6,640 pounds crated, would 
cost $1,724 including packing, would take 90 to 120 days, 
and require a minimUm of 4 operations and perhaps ' as many 
* as 9. 
18 
Reflecting these economics, the Alaska and Hawaiian 
services of Allied have been highly successful. Since the 
inauguration of the Alaska service in January 1954, 1, 480,000 
pounds of goods have been transported by van and ship. The 
Hawaiian service, in operation since September) l954,has handled 
approximately 500,000 pounds . The latest operating figures 
of Allied show that during the fiscal year ended January 31, 
1955, the company had a gross volume of $38,300,000 , as com-
pared with $30,000,000 the year before. The cooperative 
also increased its mileage to 51,208,000 from 47,448,000 
during the same period. 
Competing with Allied Van Lines on the West Coast 
Alaskan run is Ocean Van Line. Its trailer units are so 
designed that the trailer vans lift right off the chassis. 
vans and chassis units are exactly alike so that any van 
can fit on to any chassis. The vans are constructed with 
special ring bolts secured to the strongest frame so that 
a heavy crane, using a bridle, may hook directly to them 
* 59. 
and lift them from the chassis to the ship or from the ship 
to the chassis . When the ship reaches the port of destina-
tion, the vans are swung onto a waiting chassis; or, if the 
final destination point is more easily accessible by rail, 
the van can be loaded on a flat car. 
O.V.L. service has been mainly experimental so far and 
most of its business has been hauling milit~ry cargo. It 
hopes to expand its service, however , into a full common 
carrier service.# It is working with about 200 trailer vans. 
o.v.L. favors aluminum boxes about 30 feet long, with a 
weight of 4,630 pounds and a capacity of approximately 1,~~5 
cubic feet. The structure is monocoque.## The vessels used 
are self-propelled barges owned by O.V.L.'s parent company, 
Ocean Tow, Inc. Each of these vessels can carry 66 vans on 
one haul . Special fittings on the vans make it practical to 
pile them one on top of the other so that very little space 
' 
is wasted, anO. thus the vessel has a small broken stowage 
factor . 
O.V.L 1 s vans are unique in one way. They are equipped 
with individual electrical heating and cooling units . Most 
railroads and trucking companies use gasoline motors for 
this purpose , but the risk of fumes and explosions, and also 
the fuel problem, make this impractical for a ship's hold. 
When the trailer is coupled to a truck, power is supplied 
# In Alaska, no certificate of necessity is required. 
## Where the strength is in the outer skin :rather 
than in the framework. 
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by an AC generating unit mounted just behind the cab. When 
it is on the dock, power can be had by plugging into any 
20 
conventional circuit. The Alaska Railroad, which occasionally 
carries some of O.V.L.'s vans, also has special generating 
units. 
O.V.L. does not itself plan to do the land hauling. 
Regular trucking companies will pick up the trailers ashore 
and take over the delivery of goods from there. 
The American and Overseas Chartering Corporation which 
moved over 500,000,000 pounds of cargo between New York and 
Albany on two converted L.S.T.s from May, 1952, through 
September, 1954, wants to extend its service to Boston and 
Portland, Maine. The firm, renamed Trailer Ships, Inc., 
also wants to join ranks with another similar service between 
New York and Norfolk, Virginia.# 
Plans are now starting for still more services and for 
* expandi~g those already in operation. ·: Allied Van Lines, 
for example, is studying the possibility of expanding opera-
tions to Germany, South America, and ~he Canal Zone. It is 
not surprising, therefore, that those interested in this new 
and unique type of service are now focusing their attention 
on the latest and most ambitious proposal in this field -
The McLean Sea-Land Service. 
# Possibly T.M.T. 
* 54. 
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CHAPTER II 
THE McLEAN PROPOSAL 
History 
The McLean Sea-Land Service proposal is the brain-
child of Malcom P. McLean, President of McLean Trucking 
Company.# Mr. McLean testified before the I.C.C. that 
expenses for fuel, weight, employment, and taxes in gen-
eral, increasing day by day, made it obvious two years ago 
that, unless cheaper means of transportation were found 
for long hauls, the trucking industry would be strangled. 
It was with this in mind that Mr. McLean visited 
officials of several Eastern railroads to discuss insti-
tution of a piggyback service. This would have been an 
operation of the standard type in which trailers would be 
loaded aboard specially constructed flat cars and hauled 
by rail. Mr. McLean later told the I.C.C. that the re-
ception that he had received was just about what anybody 
associated with the trucking industry could expect from 
the rails. One railroad official told him flatly: 
# At the time of the original proposal, Mr. McLean 
controlled McLean trucking through ownership of a 
majority of its outstancing common capital stock. 
He has since resigned as president and retired 
his stock to trust in order to gain control of 
the McLean Securities Corporation. 
-21-
We don 1 t intend to do anything to help 
you truckers.* · 
After conferences with the Southern Railway and the Atlantic 
and Danville Railway Company, he came to the conclusion 
that there was no possibility of working anything out. The 
Norfolk and Southern Railway was considered, and it was 
during this consideration that the idea was born. It was 
suddenly realized that even if something could be worked 
out with the Norfolk and Southern, the Piggyback cars would 
have to move over water in the Norfolk port area. At this 
point McLean stated: 
If we have to ferry them that far, we may 
as well ferry them all the way.** 
Interviews were obtained with executives from shipping 
companies, shipbuilding concerns, port authorities, and 
various government agencies concerned with the development 
and regulation of ocean shipping. Waterman Steamship Com-
pany in New Orleans ~ where McLean went to inquire about the 
use of regular freighters to haul trucks and trailers, sug-
gested that he talk with Bethlehem Steel Company officials 
about the construction of special vessels for the purpose 
intended. 
There were many other problems to be ironed out, such 
as the building plans for~rminals and docks and there-
organization of employment to handle the new service. 
* 55. 
** 32. 
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Charts, maps, and other reference materials were gathered 
and studied to aid in the selection of ports and to deter-
mine whether or not suitable sailing schedules could be co-
ordinated with the land operations and maintained. In spite 
of all difficulties, it became apparent by May, 1953, that 
the plan was not only workable but highly desirable. The 
problem then was to draw plans to translate the basic idea 
into reality. 
It was with this in mind that McLean retained Mr. 
Donald Macleary as an attorney for the Sea-Land Service. 
23 
He helped analyze all existing water carrier services along 
the Atlantic seaboard. As a result of his analysis it was 
decided to try and secure an option to purchase S. C. Loveland 
Co., Inc.,which was a steamship and tug and barge water 
carrier serving all points along the Atlantic Coast. 
David G. MacDonald, General Council, Assistant Secre-
tary, and a Director of MCLean Trucking, learned that all 
the Loveland stockholders would be present at a family dinner 
at a farmhouse in New Jersey. He attended this meeting and 
obtained an option to purchase all of the stock of this cor-
* poration. 
The Sealand plan was presented in Miami to the Executive 
Board of the International Brotherhood of Teamsters by 
J. K. McLean, Executive Vice President of McLean Trucking 
Company. The Board gave its unanimous approval. A joint 
* 56. 
statement was issued from Miami stating agreement on the 
proposal between McLean and Dave Beck, president of the 
Teamsters. At almost the same time, news releases were sent 
out from Winston-Salem announcing the Sealand plan a~d des-
cribing it in some detail. The application for the Sealand 
Service was filed with the r.c.c., and : thus the proposal was 
officially launched. 
The Service 
The trailership proposal is a refinement of transporta-
tion methods which have come to be accepted as a necessary 
and desirable step towards rehabilitation of the coastwise 
water service. It is a method of transportation which should 
go far towards solving two critical problems of present day 
coastwise water carriers: excessive cargo carrying expense, 
and insufficient productive time at sea in relation to non-
# productive time in port. - To accomplish these solutions it 
applies two proven principles of cargo handling: 
1. The use of containers - truck trailers, 
loaded and unloaded at the point of 
production, with a minimum of rehandling -
to eliminate the expense of piece by 
piece handling. 
2. The use of a conveyor loading and un-
loading system - the roll on, roll off 
ramp - over which the trailers are 
pushed on to and pulled out of the ship. 
The McLean proposal differs from many of the others 
mentioned,in various significant respects. The ships are 
# Modern day water carriers know well that the age old 
saying, "The vessel makes no money while in port", 
is altogether too true. 
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not conversions but are specially designed and planned for 
maximum capacity and an economy of operation. The close co-
ordination of the over-the-road service with the water 
portion of the operation is assured by the actual blending 
of the · two types of concerns. There is also the advantage 
25 
of a management experienced in all phases of the combined 
operation. The water service will not act as a ferry serving 
at the convenience of~ and depending upon general acceptance 
by~ the motor carriers for its success~ but will sell its 
service directly to shippers in connection with participat-
ing land carriers. Yet it will still be available for all 
carriers to use. McLean has stated: 
I will state without equivocation that 
whether the law requires it or not~ they 
(motor carriers other than McLean) will 
have equal opportunity with our own motor 
vehicle land operations to use these vessels. 
In fact~ we have plana to operate vessels 
in sufficient numbers and with sufficient 
capacity to handle such of East-South motor 
carrier traffic as may move economically by 
that method~ and ~s these motor carriers 
may tender to us. 
Essentially, the Sealand Service will fill the public 
need for the re-establishment of the low cost transportation 
formerly supplied by coastwise water carriers for that 
traffic which can accept a somewhat longer transit time in 
order to secure the savings inherent in the efficient vol-
ume movement of traffic by water. Many of the shippers who 
are supporting McLean were large users of coastwise services 
* 61. 
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prior to World war II~ some having shipped as much as 80% 
to 90% of their east-south traffic by water. Many~ even now~ 
are employing water services where available and adapted to 
their needs~ in intercoastal movements~ shipments to the 
Gulf~ and inland operations. The success of other estab-
lished carriers in the "water piggyback"~ such as the sea-
train mentioned in the preceding chapter, show that even 
with a minimum requirement on the movements to a limited area, 
shippers will use efficient water transportation, if avail-
able. Several firms supporting the proposal now operate 
their own motor equipment in over-the-road service and en-
visage the proposed operation as providing a means for them 
* to avoid the necessity of long haul private carriage . 
Ports and Schedules 
McLean proposes to provide coordinated sealand service 
to whatever ports are best suited to the requirements of the 
traffic available for the movemen·t. It is generally be-
. lieved that this will include all major ports on the Atlantic 
** coast. At the start of the operation, using the four 
l arge trailer ships to be initially procured, scheduled 
service will be provided between the North Atlantic ports 
of Providence, R. I., and New York on the one hand, and the 
South Atlantic ports of Wilmington, Charleston, and 
Jacksonville on the other. savannah, Ga., will be served 
* 29. 
** 1. 
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also, either by one of the four large trailer ships on a 
split schedule with Charleston or Jacksonville, or by supple-
* mentary operations of a trailer barge service. Stops will 
be made at other ports, if the above mentioned ports do not 
require full utilization of the vessels . Also, a schedule 
is being contemplated which would combine .Wilmington_, :Norfol k., 
and Baltimore with a minimum of one sai~ing per week ., either 
with an additional ship or with intermediate stops on the 
present schedule. At the present time McLean is maintaining 
the right to exercise flexibility in its choice of the ports 
at which and through which the operation is to be conducted. 
Malcom McLean has_, however_, proposed to provide trailership 
service at Boston and Philadelphia early in the initial 
** phase of the operation. The basic schedules .-·proposed in-
elude three round trips a week between Wilmington and New 
York harbor_, three round trips a week ·between Wilmington and 
Providence, and weekly service at the ports below Wilmington 
inconnection with both northern ports. Time in transit 
from Wilmington will be approximately 34 hours to New York., 
and 38 hours to Providence.# A minimum of 6 hours is pro-
vided for at each po~ of call. The attached schedules are 
not presented as fixed and unchangeable, but serve as a 
demonstration of the service which can be rendered and which 
McLean says will be instituted in relation to the actual 
* 2. 
** 3. 
#See attached detailed schedules. 
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McLEAN TRUCKING COMPANY 
Firat Phase Basic Proposed Sea-Land Tra11erah1p Schedule 
A B A-2 D-2 A-3 D-3 
Lv Wilmington Wed. 3 P.M. Sat. 11 A.M. Sl.m. 7 P.M. Wed. 3 P.M. Sat. 11 A.M. Sun. 7 P.M. 
Arr New York Fri. 1 A.M. Sun •. 9 P •. M. Tue. 5 A.M. Fri. 1 A.M. Sun. 9 P.M. Tue. 5 A.M. 
Lv New York Sat. 1 A.M. Mon. 7 P.M. Tue. 11 P.M. Sat. 1 A.M. Mon. 7 P.M. Tue. 11 P.M. 
Arr 'Wilmington Sun. 11 A.M. Wed. 5 A.M. Thur. 9 A.M. Sun. 11 A.M. Wed. 5 A.M. Thur. 9 A.M. 
A-2A D-3A 
Lv Wilmington Thur. 3 P.M. Thur. 3 P.M. 
Arr Savannah Fri. 7 A.M. Fri. 7 A.M. 
Lv Savannah Fri. 1 P.M. Fri. 1 P.M. 
Arr Wilmington Sat. 5 A.M. Sat. 5 A.M. 
C-2 B-2 C-3 B-3 
Lv Wilmington Wed. 11 A.M. Sat. 11 A.M. Sun. 10 P.M. Wed. 11 A.M. Sat. 11 A.M. Sun. 10 P.M. 
Arr Providence Fri. 1 A.M. Mon. 1 A.M. Tue. Noon Fri. 1 A.M. Mon. 1 A.M. Tue. Noon 
Lv Providence Fri. Midnite Mon. 7 P.M. Tue. Midnite Fri. Midnite Mon. 7 P.M. Tue. Midnite 
Arr Wilmington Sun. 2 P.M. Wed. 9 A.M. Thur. 2 P.M. Sun. 2 P.M. Ved. 9 A.M. Thur. 2 P.M. 
C-2A B-3A 
Lv Wilmington Thur. 8 P.M. Thur. 8 P.M. 
Arr Charleston Fri. 8 A.M. Fri. 8 A.M. 
Lv Charleston Fri. 4 P.M. Fri. 4 P.M. 
Arr Wilmington Sat. 4 A.M. Sat 4 A.M. f\) ():> 
Adapted from Exhibit presented to I.C.C. by McLean Trucking (Docket Mc-F-5647) 
From 
Wilmington 
Sea Buoy 
Frying Pan Lightship 
Diamond Shoal Lightship 
Ambrose Lightship 
Ambrose Light Buoy 
Ft. Wadsworth Bell 
Central R.R. of N.J .Br idge 
!OOLEAN TRUCKING COMPANY 
Firat Phase Basic Proposed Sea-Land Trailership Schedule 
Time , Distance and other Schedule Factors Used 
Between Wilmington and New York 
To Nautical Miles 
Sea Buoy 27.30 
Frying Pan Shoal Lightship 34.50 
Diamond Shoal Lightship 150.00 
Ambrose Lightship 331.00 
Ambrose Light Buoy 3.75 
Ft. Wadsworth Bell 12.00 
Central R.R. of N.J. Bridge· 6.75 
Fort Newark Dock 2.50 
567.80 
Time Allowed 
2.73 hrs. 
1.82 hrs. 
7.89 hrs. 
17.42 hre. 
.20 hrs. 
.80 hrs. 
1.35 hrs. 
.25 hrs. 
.50 hrs. 
.~0 hrs. 
33. 6 hrs. 
Notes 
Average speed 10 knots 
Average speed 19 knots 
Average speed 19 knots 
Average speed 19 knots 
Average speed 15 knots 
Average speed 15 knots 
Average speed 15 knots 
Average speed 10 knots 
Maneuvering time -
Wilmington 
Maneuvering time 
Port Newark 
Total t ime required has been 
r ounded to 34 hours . 
Adapt ed f r om Exhibit presented t o I.C.C . by McLean Trucking (Docket Mc-F-5647) 1\) 
\0 
McLEAN TRUCKING COMPANY 
First Phase Basic Proposed Sea-Land Trailership Schedule 
Time, Distance and Other Schedule Factors Used 
Between Wilmington and Providence 
From To Nautical Miles Time Allowed Notes 
Wilmington Dock Sea Buoy 27.3 2.73 hrs. Average speed 10 knots 
Sea Buoy Frying Pan Lightship 34.5 1.82 hrs. Average speed 19 knots 
Frying Pan Lightship Diamond Shoal Lightship 150.0 7.89 hrs. Average speed 19 knots 
Diamond Shoal Lightship Brenton Reef Lightship 424.0 22.32 hrs. Average speed 19 knots 
Brenton Reef Lightship Providence Dock 24.0 
659.8 
1.88 hrs. Average speed 13 knots 
.50 hrs. Maneuvering time -
Wilmington 
.50 hrs. Maneuvering time -
37.64 hrs. Providence 
Total time required has been 
rounded to 38 hours. 
Adapted from Exhibit presented to I.C.C. by McLean Trucking (Docket Mc-F-5647) I...U 0 
McLEAN TRUCKING COMPANY 
First Phase Basic Proposed Sea-Land Trailership Schedule 
Time, Distance and Other Schedule Factors Used 
Between Wilmington and Charleston 
From To Nautical Miles Time Allowed Notes 
Wilmington Dock Sea Buoy 27.3 2.73 hrs. Average speed 10 knots 
Sea Buoy Sea Buoy at Charleston 120.0 6.30 hrs. Average speed 19 knots 
Sea Buoy White Point Buoy 12.0 .75 hrs. Average speed 15 knots 
White Point Buoy Charleston Dock 5.0 
164.3 
.50 hrs. Average speed 10 knots 
.50 hrs . Maneuvering time -
Wilmington 
.50 hrs. M9.neuvering time -
11.28 hrs. Charleston 
Total time required has been 
rounded to 12 hours. 
Adapted from Exhibit presented to I.C.C. by McLean Trucking (Docket Mc-F-5647) 
w 
1-' 
~LEAN TRUCKING COMPANY 
First Phase Basic Proposed Sea-Land Trailership Schedule 
Time, Distance and Other Schedule Factors Used 
Between Wilmington and Savannah 
From To Nautical Miles Time Allowed Notes 
Wilmington Dock Sea Buoy 27.3 2.73 hrs. Average speed 10 knots 
Sea Buoy Sea Buoy at Savannah 180.0 9.47 hrs. Average speed 19 knots 
Sea Buoy Savannah Dock 23.0 2.30 hrs. Average speed 10 knots 
.50 hrs. Maneuvering Time -
Wilmington 
---:.12. hrs • Maneuvering Time -
15.75 hrs. Savannah 
Total time required has been 
rounded to 16 hours. 
Adapted from Exhibit presented to I.C.C. by McLean Trucking (Docket Mc-F-5647) 
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needs of the traffic. A schedule was offered at the I .C.C. 
hearings in Washington which illustrated the method of co-
ordinating the motor carrier and water carrier service; how-
ever, that exhibit is not available at this time. The Sea-
land service will be one to two days slower than conventional 
motor carrier service, except for a small portion which 
because of an intervening weekend will receive comparable 
service. 
In January of 1955, McLean announced the purchase of 
Pan-Atlantic Steamship Company by the McLean securities 
corporation . The purchase was an attempt to by-pass the slow 
moving I.C.C. for the moment and get the Sealand Service in-
to quick, actual operation on the Pan-Atlantic certificate. 
The details of this proposed operation are still a strictly 
confidential matter, however, and the only information 
available concern1ng the ports to be served was contained in 
a news release which McLean Trucking issued to its customers. 
In this release McLean stated: 
••• Sealand Service between Gulf and Atlantic 
Coast ports will be available thru Pan-
Atlantic Steamship Corporation as soon as 
trailerships can be· built.* 
Use of Sealand 
An independent water division of McLean Trucking 
Company will operate the trailership service and will conduct 
water common carrier operations.# This division will publish 
* 62. 
# These include the conventional services now operated 
by Loveland Company. 
rates and charges for the service. For the purpose of 
establishing .through rates and joint rates, it will offer 
participation to motor common carriers, generally, including 
the highway division of McLean Trucking Company. Its prac-
tices on the above will be governed so far as applicable by 
the decision of the commission in the so-called "piggyback" 
investigation case. The port to port service will be avail -
able at local rates. The water division will provide or 
make arrangements for pick-up and delivery service in port 
* areas. Trailers will be accepted on a first come, first 
served basis from participating motor common carriers and 
other users, including non-regulated-for-hire carriers and 
private carriers, subject to controlling tariff provisions. 
In his testimony before the commission, McLean em-
phasized that he considered it desirable to have other 
East-South motor carriers tender such of their traffic as 
could move, in this deferred service, to the trailership 
operation. He said he would support them in securing appro-
priate authority to and from the ports in connection with 
their existing authorized points of service to accomplish 
* this result. 
Rate Considerations 
By reason of deferred service and lower operating ex-
penses, the McLean people believe they will be authorized 
* 4. 
** 5-
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DIVISION OF PROPOSED REVENUE 
BE'lWEEN LAND AND WATER CARRIERS 
I Category LAND 
Revenue ~ Amount 
Less Truck Load 
Port to Port $ 622,576. .oo $ -0-
Land Haul - North 1,182,894. 37-32 441,456. 
Land Haul - South 10,085,732. 49.27 4,969,240. 
Land Haul--North & South 19,237,598. 6l.o4 11,742,630. 
Total LTL $31,128,8oo. $17,153,326. 
Truck Load 
Port to Port $ 684,832. .00 
* 
-0-
Land Haul - North 1,402,032. 37-32 523,238. 
Land Haul - South 11,954,172. 49.27 5, 889,821. 
Land Haul - North & South 22,8ol,474. 6l.o4 13,918,020. 
Total TL $36 2842z210. $20233lz072· 
Grand Total ~67z97lz310. ~37z484z402· 
Average Percentage 100.0~ 22-15% 
35 
WATER 
~ Amount 
100.00 $ 622,576. 
62.68 741,438. 
50.73 5,116,492. 
38.96 7,494.968. 
$13,97(,474. 
100.00 
* 
684,832. 
62.68 878,794. 
50.73 6,064,351. 
38.96 8,883,454. 
il6z211z431. 
$30,486,902. 
44.85;, 
Basis of Divisions: First class rate for Average Line Haul Miles North and South 
and 1/3 of the Average Voyage Miles for the lJater Haul -
(All Statute Miles) 
Average First 
Haul Class Rate Percentage 
Land Haul - North 75 $ 1.03 37-32;, 
Water Haul (798 + 3) [ 266 1.73 62.68 Totals $ 2.76 lOO.OfY/o 
Land Haul - South 260 $ 1.68 49.27;, 
Water Haul (798 + 3) 266 1'.73 20-73 
Totals $ 3.41 1oo.oo;, 
Land Haul - North 75 $ 1.03 23.20;, 
Land Haul - South 26o 1.68 37.84 
Water Haul (798 + 3) 266 1.73 38.96 
Totals $ 4.44 . 100.0<?% 
Adapted from I.C.C. Docket MC-F-5647;Ex 34 
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to maintain, and will maintain, rates which are lower than 
those of the competing land transportation services. They 
explain that the amount of difference cannot be accurately pre-
dicted at this time, and say it will vary in relation to the 
percentage of land miles, circuity, and other factors . Speci-
fic rate reductions have not been discussed v'li th shippers, 
and they have been advised only that McLean proposes to provide 
them with a service which will cost them less than the conven-
* tional land service . As mentioned in one of the preceding 
paragraphs, rate making practices, so far as applicable , will 
be governed by the decision of the I.c.c. in what is called 
the piggyback investigation case.# In testimony before the 
r . c.c., many shippers assured McLean that a portion of their 
tonnage could accept deferred handling to achieve the savings 
visualized . Equitable divisions of joint rates will be es-
tablished and maintained with all participating mot or common 
** carriers. · The basis for these divisions of the revenue 
has not yet been determined. However, a_ basis was suggested 
by IvlcLean in testimony before the I.C . C. A copy of this is 
attached herein and is explained briefly as follows: 
It is computed on a ton mile pro-rata basis, with water miles 
taken at one-third actual miles, and with the differential 
between Sea-Land rates and regular motor carrier rates 
deducted from only the water carriers' portion of the 
* 6. 
# The I .C. has not yet ren4ered a decision on this 
case. 
** 7 · 
revenue. This basis would provide only 44 .85% to the water 
division and would give the motor carriers earnings on a 
per mile basis generally equal to, or higher than, those 
* of similar regional operations. 
That por tion of the present McLean tonnage which it 
believes will be diverted to the sealand Service would 
amount to approximately 14.3% of the capacity of the four 
ships . ** It is believed that the break-even point in 
trailer-ship operation would be about 30% of capacity, and 
it is expected that 80% of capacity or higher will be a-
*** chieved without undue difficulty. 
* 8. 
** 9· 
*** 24. 
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CHAPTER III 
uH.A'rER PIGGYBACK" VESSELS AND PORT FACILITIES 
Special facilities and unique characteristics of 
vessels and port terminals provide the common basis on 
which all 11 water piggyback11 services depend for success-
ful operation. Each has its own unique physical aspects 
which are peculiar to its specific service. The most 
important of these are described and discussed herein; 
those pertaining to the trainships, the general t r ailer-
ships, and finally, the I'/.lcLean Sea-Land type vessel. 
Trainship Vessels and Terminals 
Sea train 
The vessels and terminals of Sea Trains, Inc. are of 
a very specialized nature. The Sea Train Louisiana was 
bu i lt in 1951 and is typical of its newer vessels. She 
has an overall length of 503 feet, beam 63 feet 6 inches, 
and draws 27 f eet loaded, with a gross tonnage of 8,325 t ons . 
She is an oil burner with steam turbines, developing 8000 
h.p. and an average sea speed of 16 knots.* She has a 
capacity for 100 freight cars. 
To load or unload this vessel a special permanent 
* 48. 
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pier device \'lhich combines the features of an elevator and 
a crane is utilized . An elevator shaft is erected on the 
pier and stationary arms of the crane extend from the frame 
of the shaft out over the vessel . The floor of the elevator 
is a movable platform or cradle, on which is laid a rail-
road track . The cradle, when in place on the dock, forms 
a section of a connecting railroad track, over which cars 
are moved to -and from the cradle . When loading the vessel, 
a car is moved by locomotive onto the cradle, where it is 
secured . The four corners of the cradle are connected. to 
bails, which in turn are attached to the overhead crane. 
The crane, through the bails and cradle, lifts the car 
vertically until the car and cradle are higher than the 
bulwark of the vessel . Car and cradle are then moved along 
the arms of the crane to . a position over one of the four 
hatchways of the ve_ssel, and then lowered through the 
h~tchway . which forms an elevator shaft to one of the four 
decks on which the car is to be secured. The cradle, for 
the time being, becomes a part of that particular deck, 
since the cradle track fits with the tracks on the deck 
and forms a continuous line, over which the car is moved 
from the cradle by a winch to the desired position on the 
deck track. When a deck has been fully loaded, the cradle 
is left in place and serves as a hatch cover for that deck. 
The cars are secured in place by a series of devices, 
in addition to being coupled to one another. They are 
jacked up and clamped down, so that no weight is on the 
39 
springs. They are blocked by wheel stops and braced by 
angle braces to the adjacent rails. 
Cars may be loaded and unloaded at the same time, and 
a complete loading and unloading can be accomplished in 
as little as fourteen hours, if necessary. The operation 
* requires a longshore gang of approximately twenty-one men. 
Newtex 
The trainship, as conceived by Newtex Steamship 
Corporation, is quite a different matter, and is unlike 
** anything afloat today. The vessels will be 575 feet in 
length overall and have the extremely wide beam .of 80 
feet. The vessel will have a gross tonnage of 12,500 tons, 
and yet will draw only 22 feet of water fully loaded and 
fueled. # The trainship is designed to carry about 128 ful l y 
loaded freight cars, or their equivalent, in truck traile r s. 
The vessels are powered by 15,000 h.p. steam turbine en-
gines, located aft, capable of maintaining a sustained 
sea speed of not less than 18 knots. They can carry fuel 
sufficient for cruising a 10,000 mile radius. The vessel 
will be fitted with railroad tracks on three levels below 
the main deck; and, in addition, will carry freight car s 
* 71. 
** 73. 
# This is a n extr emely light dr aft for a vessel of 
12, 500 gross tons and i t i s obvious that a vessel 
of such unusual characteristics might well have 
been designed with one eye on the proposed · 
St. Lawrence Seaway. 
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on deck. An important feature in the design of the vessel 
is the overhead electric crane, capable of lifting 100 tons, 
which will rapidly and safely load and discharge cars to 
or from the trainship at any pier, dock, or wharf having 
apron or marginal tracks.# Flexibility is thus maintained, 
since no specialized or terminal facilities are required. 
A loading time of 5 minutes per car is estimated, and 
fueling can be carried on while cargo is being worked. A 
longshore crew of 23 men is required to load and unload. 
Electric winches and endless rope cables will be 
provided for moving the freight cars from the cradles for -
ward or aft into the stowed positions. Chocks and jacks 
have been designed to prevent motion of freight cars while 
the vessel is at sea. A diesel-powered "muleu, fitted with 
oversized rubber-tired wheels, is to be carried on board 
as part of ship's equipment, for use in supplementing rail-
road switching. 
In addition to its freight car capacity, the trainship 
will also be fitted with a tank capacity for 10,000 barrels 
of liquid bulk cargo. 
Canadian Pacific Railway 
The Canadian Pacific Railway is at present having a 
trainship constructed in Scotland, which will be put into 
# The electric crane is patented. Newtex advises 
that the right to use it would be given free of 
charge to the Government, but if the vessel were 
to be operated commercially, a royalty arrange-
ment would have to be worked out. 
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service in an operation between Vancouver and Nanaimo, B.C. 
This vessel is to have an overall length of 416 feet, a beam 
of 64 feet 7 inches, and a loaded draft of 14 feet, 6 inches. 
It will be driven by four diesel motors, developing 5,400 h.p. 
for an average sea speed of 15.5 knots. 
This vessel will have a capacity for carrying 28 rail -
road cars. These cars will be loaded and unloaded over 
two 100 f oot ramps, adjustable to meet tidal conditions. 
Vancouver has a tide range of approximately 16 feet, and 
the maximum grade at lowest tide with a loaded ship is com-
puted to be 6.88 per cent.* Maximum grade with an unloaded 
ship at high tide is computed to be 5.35 per cent. This 
problem of grade is to be solved by the use of a short 
transitional span between the fixed shore installations and 
the two ramps. 
This is the "roll 'em on, r.ol.l 'em off" type of 
operation in the strictest sense. The loading or unloading 
operation is estimated to take approximately 1 1/2 hours. 
The cars are to be fastened .down for their sea run by gear 
consisting of wheel blocks, jacks to lift the cars from the 
springs, and clamps to hold the cars tightly to the rails. 
For bad weath~r, coal hoppers and tank cars are tied down 
with chains and turnbuckles. 
Several other companies, such as Alaska Ferry and 
Terminal Company, I nc., Swanee Trainferry Lines, Chesapeake 
and Ohio Railroad Company, and National Bulk Carriers are 
* 48. 
operating, or considering plans for, various types of · 
trainships. They all, however, incorporate one or more of 
the three basic ideas explained above. 
General Motors Piggyback Vessels and Terminals 
MSTS Vessel 
The United States Department of Defense has recently 
completed plans for a 11 roll 'em on, roll 'em off" vessel, 
which ~it hopes to have in opera-cion in 1956. # . This vessel 
will allow the loading or discharging of wheeled or tracked 
vehicles under their own power through side or . ~nd ports, 
or both. It will also allow the transfer of these vehicles 
to various decks within the ship by means of ramps which, 
due to their width and small incline, constitute regular 
roadways. 
This vessel has a length overall of 499 feet, a beam 
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of 78 feet and a loaded draft of 27 feet. The main propelling 
machinery consists of two high-speed double-reduction geared 
turbine units, driving two propellers at about 120 r.p.m. 
for a total of 12,000 s.h.p. and a sustained sea speed of 
18 knots. There are two vehicle holes 130 feet long, one 
forward and one aft of the machinery space and two small 
# .lL general holds forward. ff Fixed main ramps of 14 degrees 
slope connect the two vehible holds and are located within 
# See Interest of Defense Department, Chapter VI. 
## This vessel will transport general cargo as well 
as vehicles and carries regular cargo gear for 
this purpose. 
the girder lines through what would normally be the upper 
portion of the machinery space. Ramp arrangements allow 
decks, including the weather deck, to be loaded through side 
and stern ports. 
V/hen loading, vehicles enter at the second deck and 
are routed down a ramp to the first platform deck, or up 
· over ramps to the weather deck. Below the first platform 
deck, vehicle ramps leading to the lower decks are at the 
side, thus allowing a smooth rotation of traffic within each 
vehicle hold . The ramps are so located that continuous 
driving . is possible, and there is no need to back up except 
when parking. Vehicles driven up the ramp ·to the weather 
deck emerge aft of the deck-house and, by circling, may 
enter a tunnel through the deck-house to reach the forward 
\'leather deck. 
A stern por t and ramp ~re provided for loading in 
addition to .the four side ports. "vlhen loading or discharg-
ing by means of this stern port, the starboard ramp crossing 
the machinery spaces hinges down to the second deck, making 
a level driveway between the two vehicle holds, and No. 3 
upper •tween deck is then used as a feeder space in order 
to load the lower ' tween deck in No. 4 .hold. No delay will 
result from this feature, since other 'tween decks can be 
loaded at the same time this feeder space is in operation. 
Since the vessel \'lill be normally doclced alongside 
a pier, most of the loading will be carried on through the 
side ports~ 'rhe forward port serves the weather deck, No. 3 
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upper •tween deck, and the two No. 4 lower 'tween decks. 
The afterside port serves No. 4 upper •tween deck and the 
three lower •tween decks of No. 3 hol.d . The ramps are so 
arranged that traffic entering the two side ports does not 
cross. Each port should handle approximately the same num-
J-1-
ber of vehicles.fr 
A unique feature of this vessel is the small self-
service elevator for the drivers loading the vehicles. 
Since in normal operation there will not be a driver for 
every vehicle, elevators are provided in each hold to bring 
drivers up from the various levels in order to lighten their 
task and speed up the loading operation. 
T.M.T. Vessel 
T. M.T. at present utilizes two types of vessels for 
its 11 water piggyback" operation: Liberty ships and L.S.T.s. 
The L.S.T. is converted to allow maximum carrying capacity. 
The machinery is entirely removed and the machinery spaces 
transformGd into cargo carrying space. These vessels have 
45 
an overall length of 320 feet 1 inch and a breadth of 50 feet . 
They have two decks, the top one being an outside weather 
deck. · The top deck can carry a total of 35 trailers of 
32 foot length, or 39 trailers of 30 foo t length. The lower 
deck has a capacity for 23 trailers of 32 foot length, or 
25 of 30 foot length. This makes a total capacity of 58 to 
64 trailers, depending on their size. 
# See Illustration in Appendix. 
The vessels are loaded through bow ramps in a typical 
L.S.T. operation. A second ramp in the forward part of the 
vessel provides access to the top deck, so that the entire 
operation is strictly a"roll ' em on, roll 'em off11 affair. 
For motivation, T.M.T. depends on the servies of 
Moran Towing Company. Moran supplies an ocean-going tug 
which tows the L . S.T. (ndw a barge) for an estimated $900 
a day. 
The T.M.T. Liberty ship operation out of New York 
loads and discharges in the conventional manner. The trail-
ers are picked up by a 50-ton crane and lowered into the 
holds of the vessel, where they ar~ secured by lashings, 
blocks, and turnbuckles. 
T. M.T. owns its terminal in Miami. Elsewhere it 
commonly uses public wharfage facilities. At Berth 25 in 
Port Newark, T.M.T. has an arrangement with the Port of 
New York Authority whereby its trailers can be stowed, using 
50-ton cranes to load and discharge the vessels. Similar -
cranes are used at a public wharf in Puerto Rico . 
Delaware and Alaska Corporation 
The Delaware and Alaska Corporation has proposed to 
build three vessels for a New York-Texas operation.# Each 
vessel will have a displacement tonnage of 16,000 tons and 
a speed of 17! knots. It will have a capacity of 103 loaded 
# All details of this Service are strictly confiden -
tial at this time and the only information avail-
able concerns the description of the vessel 
itself. Log March 1955. 
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ILL. #4 
freight cars, or the equivalent in motor trailers. It is 
understood that the design incorporates the stern port 
loading system with ramps. Four elevators will be used to 
distribute the vehicles to other decks. 
As in the case of the trainship carriers, there are 
several other designs proposed. However, they all have fea-
tures similar to one or more of the designs mentioned above. 
The NcLean sea-Land Vessel and Terminal 
The McLean proposal, as it exists at the present time, 
calls for the construction of four specialized vessels. 
They are being designed by the Bethlehem Steel Corporation, 
Shipbuilding Division, in Quincy, Mass. Mr. Samuel Wakeman, 
head of this Division, stated in response to inquiry that 
since many of the features of these vessels are still in the 
development stage, details are not available for release at 
this time. Other sources of information, however, have re-
vealed the following facts: 
Each of the four vessels will have a length of 638 
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feet and a beam of 90 feet. The ship Will have a loaded 
displacement of approximately 16,000 tons and a gross tonnage 
of approximately 9,000 tons. Geared steam turbines will 
drive twin screws with a horse power of 14,000, making 
possible a cruising speed of 19 knots. The vessel will have 
a maximum loaded draft of 20 feet and carry a crew of 42 or 
43 men.# The plans call for 4 cargo decks with a total 
# The light draft might, in the future, make an 
operation in the new St.Lawrence seaway feasible. 
carrying capacity of 286 trailers of the 35 foot length, or 
a proportionately larger number of shorter trailers. Two 
hundred and eight trailers will be carried on the two prin-
cipal trailer decks with an additional 30 trailers accommo-
dated in the hold, and 48 on the boat deck. Elevators or 
ramps will ~e used to move the trailers from the main deck 
to the hold, and from the first deck to the boat deck. 
Stern ports will be provided at both the level of the main 
deck and the first deck, to provide for loading and unload-
* ing directly to and from each deck. 
The ships can accommodate trailers which range in 
length from 16 to 35 feet and up to a height of 14 feet. 
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The conventional 8 feet will be the maximum width accepted. 
McLean Trucking Company plans to use a new 35 foot trailer 
and will encourage its use by other participating carriers.** 
In addition to all kinds of commodities on any type trailer 
these vessels will handle cargo not in trailers, such as 
tractors, gun mounts, wheel cargo containers, vehicles, ·and 
oversized articles.*** Plans are also being made to permit 
shipboard operation of refrigerated trailers to allow the 
handling of fresh fruits and vegetables and frozen foods. 
An empty trailer has an average weight of 5 tons. At 
full capacity 1430 tons of trailer weight, and 4399 tons of 
* 25, 24, 61. 
** 29. 
*** 10. 
pay load computed at 15·.38 tons per 35 foot trailer, would 
be carried. 
A typical port facility will consist of a mooring 
position alongside a wharf, pier, or quay, which will present 
the stern of the ship to a shore base transfer bridge and 
loading ramp.# At such ports as Wilmington, New York, and 
Providence, the loading ramp and transfer bridge will be 
double decked, since it is expected that these ports will 
have enough traffic to load an entire ship with each sailing. 
Single deck facilities will be provided where only half 
shiploads on split schedules are expected. The ramp will 
be of 7% grade, with 2 lane~and will be wider on the curves 
52 
than on the straightway. 
When a ship is to be loaded or discharged, it is posi-
tioned so that its stern ports, at both the main deck and 
the first deck level, will be married to the outboard ends 
of the double-deck transfer bridge extending between the 
head of the ramp and the ship. There will be a parking area 
for trailers on both sides of the ramp, extending inland. 
This area will be numbered according to a fixed port plan. 
Trailers awaiting shipment will be spotted on the numbered 
positions after a loading manifest has been prepared. McLean 
proposes to handle the actual port operations so that the 
first 25% of it will consist of unloading and will clear 
trailer lanes on the ship. The next 50~0 of the port opera-
tion will consist of a simultaneous loading and unloading 
# See attached Diagram. 
operation. The last 25% of the schedule will be loading 
only. During the simultaneous portion, a trail~r operator, 
having parked an unloaded trailer, will pick up one awaiting 
shipment from an adjacent row of outbound trailers and take 
it from the parking area on its ·return trip to the ship. 
In his brief before the I.C.C. McLean stated, 
nA time and motion study showed that about 
3~ hours is required for the · .loading and 
unloading operation." 
McLean computes the cost of loading and unloading a 
trailer as under $2.25. At Wilmington, N. c., there will be 
facilities to permit simultaneous loading and unloading of 
two ships. These simultaneous operations wil~ include the 
interchange of trailers picked up atmore southerly ports 
between ships. McLean claims that the above cost figure 
will not be affected by the dual operation. 
The very backbone of the McLean proposal depends on 
the ability to cut down port time and port expense. While 
the method of actually moving the vehicles on and off the 
vessel is the primary consideration in relation to this 
problem, there is a very important secondary consideration 
which concerns the securing of the vehicles in the vessel. 
It is obvious that the conventional methods which utilize 
wooden shoring wire straps and lashings would be much too 
time-consuming and expensive for this operation. McLean 
has conducted a program of research for more than a year, 
in collaboration with consulting engineers and the Ship-
building Division of Bethlehem Steel Company, to achieve 
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a simple, yet safe method of securing trailers aboard ship. 
In answer to a specific inquiry as to the results of this 
investigation, Mr. Wakeman of Bethlehem Steel replied that 
since the methods were still in the development stage nothing 
could be divulged at this time. Further research into the 
I.C.C. reports produced the following material, however, which 
gives at least a basic idea of what is being done. 
The proposed tie-down method will be subject to results 
derived from walking table tests now scheduled.# Basically, 
however, it will include a center island in each row to 
channelize tire movement, a movable stanchion pivoting on 
a center bar at the floor level to engage the trailer king 
pin, four turnbuckle tie-down cables between trailer body 
and deck ringbolts, and mechanically applied bracing at 
trailer sides based on stanchions between trailer rows. No 
jacking is considered necessary. 
McLean does not propose to build or own port facili-
ties or terminals, but is arranging with port authorities 
and private investors for their construction . McLean will 
then lease these publicly or privately constructed facili-
ties, the lease providing security to the investors. 
Providence, R. I.,would be the main Sea-Land service 
port in New England. The city has already registered its 
overwhelming support for Mc.Lean by approving a li- million 
# Walking table tests consist of placing a truck 
on a platform which can be moved to imitate 
the motions of a ship. The effects of such 
motions are then observed. 
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Designer's preliminary model of port facilities for new $50 million system of freight 
transportation announced by M. P. McLean, president of UcLean Trucking Company, 
Winston-Salem, N. C.. Called "Sea-Land" service, the proposed method of providing 
co-ordinated motor and water transportation between the East and South is expected to 
bring shippers in these areas the combined advantages of lower cost water transporta-
tion and the flexibility of door - to-door motor freight service. The ships are being 
designed by Bethlehem Steel Company, Shipbuilding Division, especially for this new 
service. In the illustration above, the steel work at the stern of the ship supports 
the mechanism for raising and lowering the double-level ramps over which motor trailers 
will be moved to and from the ship's two covered decks. 
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Stern cross-section of ship designed by Bethlehem Steel Company, Shipbui lding Division , 
for use in transporting fully loaded motor frei ght trailers between selected Eastern 
seaboard points, showing method of stowing trailers aboard . The newly designed ships 
will be utilized by McLean Trucking Company, Winston- Salem, N. C., in their new 
"Sea- Land" service to offer shippers the economies of water transportation combined with 
the flexibility of motor frei ght door-to-door pick- up and delivery service. 
ILL. #6 
--------
57 
dollar bond issue by a vote or 33,377 to 7,929. The money 
from this bond issue will go to build a terminal for Sea-Land 
service in the Fields Point area. Port development engineers 
are now studying the area to see what will be needed in the 
way or fill ing, buildings, ramps, etc. The other Atlantic 
ports which McLean proposes to use have similar development 
plans under consideration, and it appears that they will get 
the cooperation which they want i n regard t o building the 
desired terrnin~-ls. 
CHAPTER IV 
U. S. GOVERNMENT INTEREST 
The U. S. Government has taken a decided interest in 
the Sea-Land Service and has indicated its support of the 
proposal. This support has been channeled principally 
through three agencies: the Federal Maritime Board, the 
U. S. Department of Agriculture, and the U. S. Department 
of Defense. 
The Federal Maritime Board is an agency of the United 
States Government exercising jurisdiction over the Merchant 
Marine Act of 1936. Title one of that Act states: 
It is necessary for the national defense and 
development of its Foreign and Domestic com-
merce that the United States shall have a 
merchant marine, (a) sufficient to carry its 
domest.ic water-borne commerce and a sub-
stantial portion of the water-borne expor t 
and import of foreign commerce of the United 
States, and to provide shipping service on 
all routes essential for maintaining the flow 
of such domestic and foreign water-borne com-
merce at all times, (b) capable of serving as 
a naval and mil1tary . auxiliary in time of war-. 
or national emergency, (c) owned and operated 
under the United States flag by citizens of 
the United States insofar as may be practicable 
and (d) composed of the best equipped, safest 
and most suitable types of vessels constructed 
in the United States and manned with a tra1ned 
and efficient citizen personnel. It is hereby 
declared to be the policy of the United States 
to foster the development and encourage the 
maintenance of such a merchant marine.* 
* 45. 
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It is obvious from the above declaration of policy 
that the Federal Maritime Board has a substantial interest 
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in the McLean Proposal, 'fhich relates to the re-establishment 
of service in an important segment of the domestic water-
borne traffic of the United States. This segment of the 
Atlantic coastwise trade is perhaps the most severely dis-
rupted of our domestic trades. Comparison of the prewar and 
postwar Atlantic coastwise trade reveals a striking decline. 
The statistics in tonnage show that in 1937 the coastwise trade 
was 1,655,033 tons northbound as compared to only 94,611 tons 
in 1952.* In 1939 eleven coastwise common carriers provided 
service between New York and South Atlantic and Gulf ports. 
In the New York area alone they handled approximately 
4,400,000 tons of cargo and annually expended approximately 
$30,000,000 in rents, employment, repairs~ supplies, etc.** 
In the postwar era, however, only three coastwise companies 
offer common carrier service: Pan Atlantic Steamship Cor-
poration, Newtex Steamship Corporation, and Sea Train Lines, 
Inc. Massachusetts, historically a maritime state, now 
has no coastwise common carrier service. The substantial 
volumes of citrus fruits vThich formerly moved from Florida 
to the North Atlantic ports are now confined to the service 
of Pan Atlantic at Tampa and at Jacksonville.*** None of 
the lines which formerly served Rhode Island has been re-
**** established. . 
* 26. 
** 11. 
*** 12. 
**** 13. 
Not only have the economic activities which are di-
rectly devoted to water transportation been affect¢d, but 
also the industries whose location and markets are sensi-
tive to the availability of adequate water transportation. 
For certain commodities which are most feasibly moved in 
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this medium the near availability of water carr•iage increases 
the ra.nge of market. 
The Federal Maritime Board, working under its declara-
tion of policy, is interested in the maintenance of the 
flow of the water-borne domestic commerce, and the provision 
of adequate service to shippers. In its brief presented to 
the I.C.C. on behalf of McLean, it says: 
The evidence is -conclusive that there per-
sists a substantial shipper need today. 
Apart from the testimony of individual 
shippers to this effect, to which the record 
is replete, substantial support for the 
application has been authoritatively ex-
pressed by public officials and by commer-
cial and industrial organizations. The 
Federal Government itself, spending over 
$2,000,000,000 directly, plus another 
$1,000,000,000 indirectly, in transpor-
tation charge.s,- views the proposed ,ope:P-
ation as necessary to furnish flexible 
and economical service, particularly 
adapted to some of the Government's 
transportation needs.* 
In the opinion of the Board the mere fact that other 
forms of transportation may have the capacity to handle 
additional traffic does not reduce the need for the pro-
posed service. 
* 30. 
The U. S. Department of Agriculture also supports the 
proposal.# The Secretary of Agriculture~ Ezra Taft Benson~ 
made a study of the Sea-Land Service and then intervened in 
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behalf of McLean pursuant to Section 201 of the Agricultural 
Adjustment Act of 1938* and Section 203J of the Agricultural 
** Marketing Act of 1946. 
Section 2035J of the latter Act authorizes and directs 
the Secretary: 
.... To assist in improving transportation 
services and obtaining equitable and reason-
able tra.nsporta tion facilities for agricultural 
products ...• by making complaint or petition to 
the r.c.c ..... rn respect to rates~ charges~ 
tariffs~ practices and services~ or by working 
directly with both individual carriers or 
groups of carriers. 
Section 202 states: 
It is the 'intent of Congress to provide for .•.• 
an integrated administration of all laws en-
acted by Congress to aid the distribution 
of agricultural products~ through research~ 
market a id and services~ and regulatory ac-
tivities to the end that marketing methods 
and facilities may be improved~ that distri-
bution costs may be reduced~ and the pri ce 
spread between the producer and consumer may 
be narrowed .... that new and wider markets 
for American agricultural products may be 
developed.*** · 
Secretary Benson takes the position that the Sea-Land 
Service will aid materially in the attainment of the 
Legislative objectives of the above Acts and supports his 
# The plan calls for the service to be made available 
to private carriers and exempt motor carriers trans-
porting agricultural commodities as well as to 
connnon carriers. 
* 42. 
** 43. 
*** 44. 
62 
position with the following points.* The proposed service 
will allow agricultural products shipped from an interior 
point in the southeastern portion of the country to a point 
in New England or the Middle Atlantic States to move via 
motor carrier to the nearest port served, thence via piggy-
back to the nearest port to destination point, and from such 
port to destination via motor carrier, without requiring 
any rehandling or transfer. The cost of the service will 
be somewhat less than the cost of conventional motor carrie~, 
and the rate to the shipper will reflect the economy of 
water movement. Many agricultural shippers complain that 
the coastwise water service which is now available is not 
adapted to their needs because the minimum tonnages required 
are too high. If the proposed water service is inaugur.ated 
it will meet the needs of many shippers who are not in a 
position to utilize any coastwise water service which 
presently exists. The Sea-Land Service will allow the sales 
territories of producers and distributors to be expanded. 
The expansion of market is an .important point, and was sup-
ported by testimony of several witnesses before the r.c.c. 
The statement of witness DeLong was typical in this regard 
and went as follows: 
• 
** 
Q. Would an available low cost coastwise 
water service between New England and 
South Atlantic seaboard ports assist 
you in expanding your business? 
A. It certainly would. 
~· A. 
To reach new markets? 
It certainly would.**· 
31 . 
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Sea-Land proposes to serve an area which has a popu-
lation of over 66,000,000 people. There are approximately 
14,000,000 tons of freight which could be annually moved 
* advantageously by the proposed service in that area. 
Agricultural produce makes up much of this potential traffic. 
Fruits, vegetables, pecans, potatoes, apples, grapes, cran-
berries, dairy products, tobacco, wool, raw cotton and lum-
her move in large quantities between the areas which Sea-Land 
will service.** 
Charles B. Bowling, Chief of the Freight Rate Service 
branch of the Agricultural Marketing Service, testified in 
behalf of Sea-Land at the I.c.c. hearing. As a witness, 
Mr. Bowling stated: 
Inauguration of the new Service would be of 
material benefit t~*~he producers of agri-
cultural products. 
In summing up its findings the Department of Agricul-
ture said that the evidence demonstrated . a profound need for 
the service and that they believed it to be "consistent with 
the public interest.**** 
Support for the Sea-Land was manife:sted in a vigorous 
manner by the u. S. Dept. of Defense. The Department's 
position was taken from the point of view that the economical 
and efficient handling of transportation under normal peace-
time conditions will assure the availability of the operating 
* 26. 
** 15. 
*** 16. 
**** 46. 
organization and equipment of such carriers in a national 
emergency. In the interests of national security, the 
Government wishes to give every legitimate encouragement to 
private enterprise in the development of services which are 
particularly adapted to military service and which could be 
immediately pressed into service in the event of a national 
emergency. 
The task of making the Defense Department's position 
public was delegated to Brig. Gen. F. S. Besson, Jr., 
(U.S.A.). * That position in general is as follows: The 
Government believes that it is vitally necessary to en-
courage improved forms of transportation. This is expecially 
true in the design and development of ship and shore bases 
to facilitate the trans·fer of ocean cargoes, since the prob-
lems of ocean transportation constitute a grave threat to 
our national security. The defense of the United States 
was greatly imperrilied during the past two great wars by 
the failure to anticipate the submarine threat; and the pos-
sibility of losing one of those wars through the inability 
to maintain an open supply line was a real and frightening 
one. Any potential enemy now has all the knowleqge gained 
during those t\'m wars to guide his planning. The fact that 
new mass destructive weapons, together with the submarine 
and conventional air power, must now be included as ele-
ments to be used against the ocean traffic of the United 
States in the event of another war, multiplies the 
* 17. 
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problems many times. While in the past the threat has been 
mostly confined to sea lanes themselves, it is the entire 
system of moving cargo overseas that is thre-atened today. 
The ports and terminals are sure potential targets, as well 
as the ships, which means that the ships are vulnerable 
while at the dock as well as at sea. 
General Besson pointed out that a new vessel of the 
Mariner class# , when loaded with the average military cargoes 
represents a capital investment of approximately $25,000,000, 
and that with smile types of cargoes the investment would 
run even higher. He said that in Korea there was a quarter 
of a billion dollars worth of ships and cargo afloat in 
Pusan Harbor alone every day for three years. This was not 
on the docks or in the depots but actually afloat. These 
figures of $25,000,000 for one shipload and a quarter of a 
billion afloat in one harbor were compared to the cost of 
an atomic bomb. While the General said he didn 1 t 1mow the 
cost of one bomb, it was obvious that even a single ship 
would be a remunerative target. 
The Defense Department presented six illustrations 
of how vessels of the proposed Sea-Land type would be of 
~easurable benefit to the Military in the event of a na-
tional emergency. 
In Illustration No.1, it was pointed out that ships 
of this type could load or discharge at a rate of better 
#Mariner Class Vessel is the newest u.s. ship in 
operation. It has length of 560ft.; beam of 16 1 ft.; 
DWT of 12,910 tons and speed of 20 k. 
than a thousand tons of cargo an hour. Such a rate of dis-
charge in Pusan Harbor would have reduced the average con-
centration of military cargo afloat in the Harbor from a 
quarter of a billion dollars to $25,000,000 . The docks and 
terminals required to handle the cargo would be reduced 90 
per cent. This reduction in capital investment and the re-
duction in required facilities are the very goals which the 
military is seeking. 
In Illustration No. 2, it was stated that shipments 
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of ammunition to Korea had been analyzed; and it was found 
that a vessel of the Sea-Train or Sea-Land type, moving loaded 
vehicles and ammunition to Korea, would have saved a million 
dollars a year in handling costs and could have reduced the 
ammunition pipe line by 18 to 24 days. General Besson said 
that the military could have employed about 25 vessels of 
the Sea-Land t·ype in the ammunition service throughout the 
entire active period of the Korean War. 
In the third example, the character of the cargo was 
considered. It was disclosed that 24 per cent . of military 
dry cargo is on wheels 'Or tracks. On the basis of thi·s 
figure military .consultants have recommended that as a bare 
minimum 10 to 15 per cent of the vessels available to the 
military in time of war sh9uld be especially adapted to the ' 
carrrlng of wheeled and tracked vehicles. 
The fourth illustration concerns the chartering of 
foreign registered vessels. The figures showed that during 
the entire period of the active Korean war it was necessary 
for the United States Government to charter continuously 
from· three to five vessels of foreign registry which were 
especially adapted to the handling of vehicles. This fact 
substantiated the absence of the Sea-Land type vessel in the 
American Merchant Marine, and pointed out that it -rms certain-
ly poor policy for the United States to depend on hiring 
vessels from another nation to protect its own national 
security. 
The fifth illustration concerned an incident which 
took place during the World War II battle for the sea .lanes. 
During the critical days of the North African campaign, 
German submarines managed to sink an essential consignment 
of tanks destined to North Africa. One of the Sea-L~nd 
type vessels vras loaded with a replacement order of tanks 
because it was particularly adapted to such, and sailed to 
North Africa unattended. It , arrived just in time to play a 
decisive role in the ,battle of El- Aiamein. General Besson 
said that many military men considered this battle the 
turning point of World War II. 
In the final illustration it was pointed out that 
' . 
during World War II the piggyback type .of vessel was most 
in demand. At that time Sea Trains comprised most of that 
type. When the Korean War emergency started, the first 
special vessels which the Army asked for were those of the 
Sea Train type. For the most part, they had to utilize 
vessels which were available to them but which were of less 
desirable character. 
In conclusion the Department of Defense gave its 
full support to the Sea-Land Service, stating: 
We are convinced that the shipping practices 
which so nearly failed us in the so-called 
conventional conflicts of World Wars I and 
II, will surely betray us in an all-out mass 
destruction war.* 
From the foregoing facts and statements it is a 
reasonable conclusion that the U. S. Government wants a 
service of the Sea-Land type, and that it is throwing its 
support behind the proposal. 
* 17. 
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CHAPTER V 
COSTS AND REVENUES EXPECTED BY MC LEAN SEA-LAND SERVICE 
In attempting to compile schedules of expenses and 
revenues, McLean Trucking spent over a year in intensive 
research. The results were contained in several hundred 
pages of detailed accounting. McLean Trucking secured its 
information as to the expenses of the proposed service from 
such sources as the United Fruit Company, the ~dlitary Sea 
Transport Service, The Maritime Administration, several 
actual operators including Marine Transport, Inc., and 
ship operating personnel at Bethlehem Steel Company. The 
highlights of these results are discussed herein.# 
Vessel Expenses 
Wages expense for vessel operating personnel is based 
on a 42 man complement per vessel. The total basic monthly 
survey for each crew, at present rates, would amount to 
$17,000 .94. 
Basic daily wages were determined by one-thirtieth 
of the total basic monthly salary of $17,000.94,shown above. 
# It should be noted that the figures in this Chapter 
are at best only an estimate, and the results are 
not intended to be exact or inflexible. All statis-
tics were taken from I.C.C. docket MC-F-5647, Ex 34, 
Exhibit 20, Exhibit 21, and McLean Brief. 
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Overtime, vacations, other wage expenses and payroll tax and 
welfare are computed by applying respective weighted perc!3n-
tages from a ctual wage cost of varied voyages of C-3 type 
vessels of other water carriers. Thus we get: 
Basic Wage $566.67 
Overtime 39 .9~& . 226.11 
vacations 4.6% 26.18 
Other 1Jiage 
Expense 3-5% 19.83 
Payroll Tax 9.2% 51.91 
Total $ 890 .70 # 
To get an annual extension of the above estimates we multiply 
b~sic monthly wages of $17,000.94 by 12. All other annual 
estimates are computed by percentages of the basic wage. The 
payroll tax and welfare expense was computed as 9.2% of the 
total annual estimate. The total annual estimate, then, is 
as follows : 
One Ship Four Ships 
Basic Wage $204,000 $816,000 
Overtime . 81,396 325,584 
Vacations 9,384 37,536 
Other Wage Expense 7,640 30,560 
Total $302,420 $1,209,680 
Payroll Tax and 
\vel fare $ 27,823 $ 111,292 
For subsistence, an estimate of $1 .85 per man per day 
was used . In port feeding and housing allowances are pro-
vided for in this estimate . Each vessel will be manned by 
a 42 man crew, which means a total of 168 men for 4 vessels. 
One hundred and sixty-eight men times 365 days gives us a 
# All tables · in . this Chapter were adapted from 
statistics found in MC-F-5647 Ex. 34. 
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total of 61,320 man days per year. This figure, times the 
$1.85 daily subsistence allowance, gives us a total annual 
subsistence figure of $113,442. 
Stores and supplies are estimated on a basis of $100 . 
per day per ship. For four ships this gives us an annual 
total of $146,000.# 
Studies made as to fuel consumption shows that the 
Sea-land vessel should consume an average of 510 barrels 
of fuel per day at sea and 65 barrels per day in port. 
The tentative schedule for actual hours at sea gives each 
vessel 127 hours per week. · This, in turn, gives 4 vessels 
a total of 26,416 hours per year, or, 1,100.67 days of 
actual sea time. An allowance for dry dock time of 76 sea 
hours per ship was made. For the four vessels this would 
mean a loss of 12.67 days per year. The 1,100.67 days of 
total sea time, minus the 12.67 days for dry dock allowance, 
gives a grand total of 1,088 sea days. Each vessel will 
spend approximately 43 hours per week in port which, when 
extended to a yearly basis for 4 vessels, comes to 372 days. 
The average cost of fuel oil in Wilmington is $2.00 per 
I 
barrel .## The results can now be shown in the following 
table. 
# The figures were taken from studies made of several 
active steamship carriers. 
## Present quotation at Wilmington includes cost of 
fueling ship from dock side storage. 
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Net days at sea = 1,088 @ 510 bbls. 
Net days in port = 372 @ 65 bbls. 
Total bbls. 
Annual Cost @ $2.20 
- 554,880 bbls. 
24,180 bbls. 
579,060. 
$1,273,932. 
Maintenance and repairs were estimated on a basis of 
$200 per ship per day. Thus, for 4 ships it would be $800 , 
a day, or $292,000 annually. 
A catch-all account called 11 other vessel expense 11 was 
set up to take care of small miscellaneous expenses. This 
was estimated at $7,500 per ship per year, or a total of 
$30 ,000 for the 4 vessels.# 
Machinery and hull insurance expense was based on a 
value of $8,500,000 per ship. A policy was then set up 
according to the following table: 
Partial Loss (80%) $6,800,000 
$25,000 Deductible) 
Total ·Loss or 
increased value 1,700,000 
1.125% 
.625% 
Total Annual Premium - one ship 
4 ships x $87,125 : $348,500 
Premium 
$76,500 
10,625 
$87,125 
For Protection and Indemnity Insurance each ship would 
be covered by $2,000,000 liability with $20,000 deductible. 
The annual premium per ship would be $6,250, and for 4 ships 
$25,000. 
Each vessel would have an estimated life of 25 years 
and would be depreciated over that time. This would give 
a rate of 4% per annum. Since the total original cost of 
the 4 vessels would be approximately $34,000,000, the de-
The figures were taken from study made of vessels 
of several active steamship carriers. 
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preciation at the rate of 4% would amount to $1~360~000 per 
year . 
The vessels would be put under mortgage of $25~000 ~ 000~ 
payable in 15 years. This mortgage would be paid off in 
equal monthly instalments of $141~666 .67 - interest 5% .• 
The total interest of $9,615,625 divided by 15 years would 
give an annual average interest of $641,042. 
Through a rrangements with Bethlehem Steel Company, 
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credit would be allowed through use of a long-term note for 
$2,000,000. This note would be payable in 8 years and would 
be paid off in equal annual instalments of $250,000 - interest 
5%. This would ·give a total interest of $450,000 and an 
annual average interest of $56,250. 
A complete schedule of vessel expenses can now be 
shown as fo llo\'lS: 
vlages 
Payroll Taxes , etc. 
Subsistence 
Stores & Supplies 
Fuel 
Maintenance & Repairs 
Other Vessel Expense 
Insurance - Hull & Machinery 
Depreciation - Vessels 
Average Annual Interest 
Insurance - P & I 
Total Vessel Expense 
Fixed Port Expense 
$ 1,209,680 
111,292 
113,442 
146,000 
1,273,932 
292,000 
30,000 
.348,500 
·1,360,000 
697,292 
25,000 
$ 5,607,138. 
A detailed study was made of the -ports involved and 
the water approaches. An estimate of the annual rentals 
and dreding necessary runs as follows: 
Cape Fear River, N.C. $ 143,000 
Providence, R.I. 125,000 
Port Newark, N.J. 250,000 
Charlestown, S.C. 50,000 
Jacksonville, Fla. 100,000 
Total $ 668,000 
cargo Expenses 
The estimate insurance on Cargoes was based on an 
average of $15,000 cargo value per trailer, with $1,000 
deductible per trailer and a maximum of $25,000 deductible 
for any one ship. The rate for the desired cargo insurance 
is approximately $.008 per $100 of value. Using the above 
average cargo value of $15,000, the expense would amount 
to $1 . 20 per trailer per trip. The trailers themselves 
have an est imated average value of $5,000 each, which, at 
a rate of .625% a year, would mean an insurance expense of 
$31.25 per year per trailer, or $.60 per trailer per trip. 
Thus there would be a total insurance expense of $1.80 per 
trip per trailer, which, when multiplied by the estimated 
141,064 trailer trips per year, gives a total . annual cost 
of $253,915. 
studies showed that trailer rental and expense woul d 
be approximately $9.00 per trailer per voyage. When multi -
plied by the estimated trailer trips per year of 141,064, 
a total figure of $1,269,576 .. is obtained. 
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In order to estimate expenses for loading and unloadi ng 
the trailers to and from the vessels, a test area was laid 
out equivalent to 600 feet of ship and 300 feet of r amp. 
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A conventional switching tractor with a hydraulic fifth 
wheel was used for the experiment. A continuous time study 
was made which included all delays such as jackkilifing,moving 
from a dropped trailer to the next one, etc. The estimate , 
therefore, included all miscellaneous time likely to be lost. 
Inasmuch as the tie - down equipment has not been de-
signed in final form, a detailed estimate could not be made 
on the exact costs involved . However, an allowance of $1.20 
per trailer for tie-down and release should be more than 
than adequate, regardless of the method used, since that 
amount provides for almost one man hour to do the job . From 
the above mentioned experiment and estimates the following 
results were obtained: 
Man hours to load and unload 
Cost per man hour - labor, equipment 
Total cost to load and unload 
$300.00 + 286 trailers 
Tie-down and release 
Total tie-down and relaase 
50 
$6 . 00 
$300 .00 
1.05 
1.20 
2 .25 
Total trailers at 80% capacity 
Cost per trailer 
147 ~·094 
- 2.25 
Total annual expense $330,~94.66 
hours · 
per trailer 
II It 
II II 
The cost estimate for tugs and other miscellaneous 
port expenses assumes the. use of one tug on each of the 832 
port calls for both entering and departing. Since it is 
estimated that tug service will be required only 50% of the 
time, this estimate for towage is considered to be 50% i n 
excess of actual towage expense. Tug rates were available 
for all ports in question except Providence, and those, 
therefore, have been assumed . 
~ I 
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Additional charges such as line handling are estimated at 
$50 . per port call, or as a tota l annual expense of $41,000. 
A summary of tug and other port costs can now be made as 
follows: 
Tug service for 832 port calls 
Less 12 port calls during lay-up 
Remaining towage expenses 
Plus other port expenses 
Total tug and other port expenses 
$401,388 .00 
5,786.00 
395,662 .00 
41,000.00 
$436,602 .00 
The cost of regularly employed pilots as permanent crew 
members, with one to each ship at $628 . 25 per month each 
(pay assumed to be equal to 1st officer's pay) for 4 pilots 
at 13 months (computed to include one - month ' s vacation each), 
equals $32, 669 . 00 total wage expense for pilotage. Local 
pilots will undoubtedly be used during beginning of operation 
while officers are being trained in ·pilotage at the ports 
involved . Thereafter, pilots will be part of the regular 
complement . However, regular officer personnel will even-
tually do the pilotage , eliminating pilotage expense as such, 
possibly to be replaced by a small increase in overtime pay 
to the officers. No pilotage charges are estimated here 
since wages of regularly employed pilots are included in 
wage expense. 
Cargo expense can now be totaled as follows: 
Insurance - cargo and trailers 
Trailer Rental Expense 
Loading and unloading trailers 
Tugs & Misc . Port Expense 
Total Cargo Expense 
$ 253,915 
1,269,576 
- 330,894 
436,602 
$ 2, 290 , 987 
-----
Terminal Operations 
When figuring platform handling expenses, McLean 
Trucking Company used two estimates. For the North they 
used a cost of $3 .962 per ton, and for the South a cost of 
$2 . 222 per ton .# These charges will, of course , be ap-
plicable only to LTL freight . The projected annual LTL 
tonnage is 668,000 tons , of which 371,647 tons would re -
quire platform handling in the North, and 348,167 tons would 
require it in the South.## Thus it is possible to arrive 
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at a total annual expense estimate for platform handling. 
Northern expense of $1,472,465 per year, plus the Southern 
expense of $773, 627 per year , gives a total platform handling 
expense of $2,246,092. 
For purposes of estimating pick- up and delivery ex-
penses, McLean Trucking Company divided the total expected 
tonnage into TL and LTL segments, and then sub- divided these 
into northern and southern areas . The figures were obtained 
by applying expected tonnage.s against per ton expenses based 
on McLean•s present operation . These costs may be summar-
ized as follows: 
LTL Northern Port Expense $885,618 
LTL Southern Port Expense 111 , 350 
TL Northern Port Expense 995,141 
TL Southern Port Expense 125,099 
Total pick- up and delivery expenses $2,117,208 
# These unit expense figures are based on McLean 
Trucking 1 s actual figures for similar functions , 
adjusted as required for any actual difference in 
operation. 
## See attached table on projected tonnages. 
The total terminal operations expense can be stated 
as follows: 
Platform handling expense 
Pick-up and delivery expense 
Total Terminal Operations 
Expense 
$2,246,092 
2~117,208 
$4,363,300 
Administrative and General Expenses 
For purposes of ascertaining billing and collective 
costs, the total number of pounds of LTL freight expected 
annually (1,336,000,000 lbs.) was divided by 613 lbs., which 
was the average weight of LTL shipments by motor carriers 
in the Southern Region in 1951. This gives an annual num-
ber of LTL shipments of 2,179,445. TL shipments are ex-
pected to be approximately 3,004,000,000 lbs . annually, and 
are estimated to have an average weight of 20,000 lbs. each. 
This puts the total number of TL shipments at 150,000 
annually. The cost per bill (shipment) is estimated at 
$.5456 . The results are as follows: 
No . of LTL shipments 
No. of TL shipments 
Total no. of shipments 
Cost per shipment 
Total billing and 
collecting costs 
2,179,445 
150,200 
2,329,645 
$.5456 
$1,271,054 . 
General overhead expenses were carefully figured to 
be $1 ,793,476 annually, which, when added to the $1,271,054 
for billing and collecting, gives a total Administrative 
and General Expense of $3,064,530. 
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Summary of Sea-Land Expenses 
The estir~ted expenses of the Sea-Land Service ex-
plained in the preceding paragraphs may be summarized as 
f ollows: 
Summary Sea-Land Expenses 
Total Vessel Expense 
Total Fixed Port Expenses 
Total Cargo Expense 
Total Terminal Expense 
Total Administrative & 
General Expense 
Total Expenses 
$5,607 , 138 
. 668,000 
2,290,987 
4,363,300 
3,064,530 
$15,993,955 
Composition of Expected Traffic 
The composition of expected traffic is set forth in 
the attached table. In order to designate this composition, 
McLean Trucking Company ascribed particular volumes in per-
centages and in tons to types of traffic now moving by 
common motor carrier, unregulated for hire and private motor 
carriers, water carriers, and CL and LCL rail carriers . 
The table is also necessarily based on certain assumptions. 
These are that the ships during the course of a year will 
carry loaded trailers occupying 80% of the cubic cargo 
capacity, that this 8076 utilization of space is made up of 
35 foot trailers, and that the ratio of truck load to less 
than truck load traffic will be approximately the same as 
that of McLean Trucking Company's present operation - 47% 
to 53%. McLean does not suggest that its traffic will come 
from the sources shown in these proportions, but only that 
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SCHEDULE OF PROJECTED SOURCE OF TRAFFIC 
1/ 
TO LOAD FOUR TRAILERSHIPS AT 80%- · OF CAPACITY 
For One Year 
A. Common Motor Carrier - (Including 
McLean Land) 
Basis of Projection - 25% of 4.1 
million tons - Reference Ex. 20 
Trailer 
Loads 
Truck Load - 47% ·- 16! tons per trailer 29,212 
Less Truck Load - 53% - 14 tons per 
trailer 38,786 
B. Unregulated For-Hire & Private Motor 
Basis of Projeetion - 20% of 2.7 
millions tons - Reference Ex. 20 
Vegetables & Fruits (except citrus) 
@ 12 tons 
Citrus Fruits & other Commodities 
@ 16! tons 
C • All 'Wa. ter 
Basis of Projection - 5% of .1 
million tons - Reference Ex. 20 
T. L. Loads @ 16! tons per trailer 
D. Less Carload Rail 
Basis of Projection - 25% of .5 
million tons - Reference Ex. 20 
L. T. L. Loads @ 14 tons per trailer 
E . Carload Rail 
Basis of Projection - Approx. 7% of 
6 . 6 million tons - Reference Ex. 20 
T. L. Loads @ 16! tons per trailer 
8,667 
26,424 
303 
8,929 
28,743 
Total 
1,025,000 
540,000 
5,000 
125,000 
475,000 
80 
TONS 
T.L . L.T.L. 
482,000 543,000 
540,000 - 0-
5,000 - 0-
-0- 125,000 
475,000 -0-
Totals 141,064 2,170,000 1,502,000 668, 000 
100.00% 
!/Average of 229 Loaded 35' Trailers per voyage. 
Average Trailer Load = 15.38 Tons (2,170,000 + 141,064) 
Average Cargo Tonnage per voyage = 3,522 Tons (229 x 15.38) 
Adapted from I.C.C. Docket Mc -F-5647 Ex. 34 
30.78% 
it can reasonably be expected to have the traffic character-
istics of the cross-section presented in the relative pro-
portions shown . 
Part A of the table is an estimate based on an analysis 
of common motor carriers now in operation in the Southeast, 
and on an actual survey of truck traffic passing through 
weighing stations in Virginia which was conducted by the 
State of Virginia Highway Department. Part B is represen-
tative of unregulated-for-hire motor carrier cargoes esti-
mated at 540,000 tons, representing 20% of the computed total 
movement of 2.7 million tons. Part C is representative of 
water carrier cargo. It shows a total of 5,000 tons loading 
at 16! tons per 35 · foot trailer - being 5% of the computed 
total water movement of 100~000 tons. Part D is represen-
tative of less carload rail freight amounting to 125,000 
tons, loading at 14 tons per 35 foot trailer, and being 25% 
of the computed total, less carload movement between the 
areas involved,of 500,000 tons. PartE is representative 
of carload rail freight amounting to 475,000 tons, loading 
at 16! tons per 35 foot trailer, and being 7% of the 6.6 
million tons of carload traffic made up of commodities sus-
ceptible to movement in truck trailers. 
The total tonnage is shown as 2, 170i000 tons, divided 
1,502,000, or 69.2276 , truckload , and 668 ,000 t ons, or 30 . 78'Jb , 
less truckload, which, at the average weights shown, will 
amount to 141,064 trailer loads, with an average load of 
15.38 tons per 35- foot trailer. It is shown that at 80% 
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SCHEDULE OF PROJECTED REVENUES FROM 
TRAFFIC PROJECTED JN SCIDIDULE NO. 2 OF THIS EXHIBIT 
Gross 
Tons Rate Revenue 
A. Less Truck Load Traffic : 
L Northbound: 
(a ) Southern Port to Northern Port 6,180 $ 46 .60 $ 287, 988 . 
(b) Southern Port to Northern Interior 11,742 $ 46.60 547.177-
(c) Southern Interior to Northern Port. 100,116 $ 46.60 4 , 665,406 . 
(d) Southern Interior to Northern Interior 190,962 $ 46.60 8, 898,829. 
Total Northbound LTL Traffic 309z000 $ 14z3992 400 . 
2. Southbound: 
(a) Northern Port to Southern Port 7,i8o $ 46.6o $ 334 ,588 • 
(b) Northern Port to Southern Interior . ·116,316 $ 46.6o · 5,420,326. 
(c) Northern Interior to Southern Port 13,642 $ ' 46.60 635,717. 
(d) Northern Interior to Southern Interior 221,862 $ 46.60 .102 338,769. 
Total Southbound LTL Traffic 322t000 $ 161729 2400. 
Total Less Truck Load Traffic 668zOOO $ 3lzl282800. 
B. Truck Load Traffic: 
1. Northbound : 
(a) Southern Port to Northern Port 
(1) Water Traffic 2,000 $ 10.00 $ eo,ooo. 
(2) Other 13,220 $ 22.29 294,674. 
(b) Southern Port to Northern Interior 28,918 $ 22.29 644,582. 
(c) Southern Interior to Northern Port 246,564 $ 22.29 5,495,912 . 
(d) Southern Interior to Northern Interior 470,298 $ 22.29 10,482,942. 
Total Northbound TL Traffic 761,000 $ l6,938,llO. 
2. Southbound: 
(a) Northern Port to Southern Port 
(l) Water Traffic 3,000 $ 17.40 52,200. 
(2) Other 11,820 $ 26.90 317,958. 
(b) Northern Port to Southern Interior 240,084 $ 26.90 6,458,260. 
(c) Northern Port to Southern Port 28,158 $ 26.90 757,450. 
(d) Northern Interior to Southern Interior 457,938 $ 26.90 12,318,532. 
Total Southbound TL Traffic 7412 000 $ l9z904 2400. 
Total Truck Load Traffic 1 2502 2000 $ 36 2842z510. 
Grand Total - LTL and TL 2 2170z000 $ 67 z 97lz 310. 
Adapted from I.C.C. Docket Mc-F-5647 Ex. 34 
of trailer capacity~ a trailer-ship will carry 229 
35 - f oot trailers carrying a net payload of 3,522 tons. 
Revenues Expected 
The attached schedule on revenues expected applies 
average rates to the projected traffic after it has been 
divided into appropriate territorial patterns of movement 
and into truckload and less truckload categories. The 
average less truckload rate of $46.60 per ton is based on 
an actual study of its traffic made by McLean Trucking Com-
pany for the purpose of securing such information covering 
October, 1953, and January, 1954, limited to · traffic between 
the areas involved . The truckload average rates on pro-
jected port -to-port traffic of $10.00 per ton northbound 
and $17 . 40 pe r ton southbound ($14.50, weighted average) 
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were drawn from a number of sources including the sea train 
operation. The northbound truckload average rate of $22.94 per 
ton on traffic moving to and from interior points and from or 
to ports or interior points is a weighted average drawn from 
the study of McLean truckload traffic mentioned above ($24.00), 
and the rail average rate drawn from a study done for that 
purpose ($22.00). The comparable southbound truckload 
average rate of $26.90 per ton was constructed from the same 
source materials, based on $26 .50 for truck and $27.30 for 
rail. 
The profit projections are apparently reasonable. 
At an expected minimum of 80% capacity the McLean Sea-Land 
PROJECTED INCOME AND EXPENSE STATEMENT y 
USING FOUR TRAILERSHIPS AT 89% OF CAPACITY 
For One Year 
I. Water Division Operating Income: 
A. Operating Revenues -
B. Trailership Vessel Expense: 
(1) Wages - Officers & Crew -
(2) Payroll Taxes, etc. 
(3) Subsistence 
(4) Stores & Supplies 
(5) Fuel 
( 6) Maintenance & Repairs 
(7) other Vessel Expense 
( 8) Insurance - Hull & Machinery 
(9) Insurance - p & I · 
(10) Depreciation - Vessels 
(11) Average Annual Interest 
Total Vessel Expense 
C. Fixed Port Expense: 
$ 1,209,680. 
111,292. 
113,442. 
146,000. 
1,273,932. 
292,000. 
30,000. 
348,500. 
25,000. 
1,360,000. 
6g-r ,292. 
{12) Port Facilities - Rental & Dredging 
D. Cargo Expense: 
( 13) Insurance - Cargoes & Trailers 
(14) Trailer Rental & Expense 
(15) Loading & Unloading Trailers 
(16) Tugs, Pilots & Misc. Port Expense 
$ . 253,915. 
1,269,576 . 
330,894. 
436,602. 
Total Cargo Expense 
E. Terminal Operations: 
(17) Platform Handling Expense: 
(18) Pick-Up & Delivery 
Total Terminal Expense 
F. Administrative & General 
(19) Billing & Collecting 
(20) General Overhead 
Total General Overhead 
Total Expenses 
$ 2,246,092. ' 
2,117,208. 
$ 1,271,054. 
1,793,476. 
Net Profit Before Rate Differential & Income Taxes 
!/ Average of 229 Loaded 351 Trailers per voyage . 
$ 5,607,138 . 
668,000. 
2,290,987. 
4,363,300. 
3,064,530. 
Adapted from I.C.C. Docket MC-F-5647 Ex. 34 
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$15,993,955. 
$14,492,950. 
~-------------- ---
PROJECTED INCOME AND EXPENSE STATEMENT Cent 'd 
Since the Rate Differential cannot be determined at this time, various levels 
have been assumed in the following summary: 
Differential Level 
4% 6% 8% lO% 
Net Prof it reflected above 
-$14' 492' 950. $14,492,950. $14,492,950. $14,492,950. 
Rat e Differential 2,715,964. 4,073,947. 5,431,929 . 6, 789,911. 
Net Profit before Income Taxes $11,776,986. $10,419,003. $ 9,061,021. $ 7, 703,039 . 
Provision for Income Taxes 
(56%) 6,595,112. 5,834,642. 5,074,172. 4 ,313, 702 . 
Net Prof it ~ 521812874. ~ 4z584z361. ~ 3z986z849. ~ 3 z 389z 337 . 
Adapted from I.C.C. Docket Mc-F-5647 Ex. 34 
operation will transport 2,170,000 tons annually. Return 
to the \'later line after .payouts to connecting line carriers 
·¥ \'fill amount to ~;30,486,905.7 These figures are before mea-
suring the extent of the differentially lower rates to be 
charged, expected to average somewhere between 4% and lOr& . 
Net profit as shown in the attached incoming expense state-
ment before reduction for rate differential is computed at 
$14 ,492,950 , and after such reduction at between $7,703 ,000 
and $11,777,000. Net profit after provision for income 
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taxes (56%) will amount to .between $3,390,000 and $5,182,000. 
A firm of consulting engineers employed by opposing 
rail carriers were unable to find any significant under-
statement of the individual expense items listed in the 
attached schedule of income and expense. 
Comparison of Expenses Between 
Trailership carriage and All Highway Carriage 
It was impossible to obtain exact figures on a com-
parison between trailership and highway carriage at this 
time. However, the following is taken from a letter re-
ceived from Mr . M. c. Benton, Jr., Vice President and 
Comptroller of McLean Trucking Company. Said Mr. Benton: 
Our projections, mad.e for the benefit of 
the Interstate Commerce Commission in these 
hearings, indicate the following relative 
cost moving port-to-port between Wilmington, 
North Carolina and Providence, Rhode Island: 
Via Trailership - ~ .1040 Per Trailer Mile 
Via All Highway - ~ .2712 Per Trailer Mile 
# See table on Division of Revenues - Chapter 3. 
These particular cost figures, you will 
recognize, reflect only the actual out-
of-pocket cost for transporting the loaded 
trailer from one port to another port. 
Bear in mind that the above figures are 
the most favorable possible comparison 
that may be made. The comparison is less 
favorable as you move interior from the 
por t - especially when such movement to 
the port involves the operation of cir-
cuitous miles. For example, I have in 
mind the land movement from Winston-Salem, 
North Carolina to Wilmington, North Carolina; 
water movement from Wilmington to Providence, 
Rhode Island, and thence a land movement 
to Worcester~ Massachusetts. 
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CHAPTER VI 
OBJECTIONS OF COMPETITION - MC LEAN ANSWERS 
\Vhen the Sea-Land Service proposal was announced 
there was an immediate reaction from almost every other 
form of transportation in the area to be served. Competing 
carriers of every type rallied to oppose the proposed ser-
vice with every legal device at their command. First and 
foremost among the protestants were, of course, the rail-
roads and railroad brotherhoods. They were closely fol-
lowed by the Eastsouth Trucking Committee, Sea Train Lines, 
Inc., and other water carriers. The position of these 
competitors are discussed herein, along with McLean's 
replies. 
. Competing Railroads Protest 
The rail case was supplied by Mr. Graham E. Getty, 
Assistant Vice-President of the Association of American 
Railroads, and Assistant Director of the Bureau of Railway 
Economics. The case contains two basic premises. First, 
the railroads are an absolute necessity for the defense and 
economic health of the nation; and second, the new opera-
tion would, if actually undertaken, divert sufficient traffic 
from the railroads to seriously endanger their operations. 
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Mr. Getty's first point was an attempt to show the 
importance of adequate railroad transportation to the 
economy of the eastern and · sout hern areas of the United 
States , in peacetime as well as in periods of national 
emergency . He said it was obvious that a railroad system 
which serves one hundred million people, and which annually 
originates on the average about eight tons of freight per 
inhabitant, has a tremendous economic importance to the 
area it serves. Also , as demonstrated during World War II, 
the railroads are the only agency of transportation operat-
ing in that area which can handle the heavy additional loads 
during periods of national emergency. He noted that they 
do this with a minimum use of critical war materials for 
expanded facilities and with a minimum consumption of short 
fuel and labor supplies . It was shown that in the post-war 
period , railroads of the East and South spent more than 
5 billion dollars in capital improvements to their property 
for purposes · of providing more efficient and economical ser-
vices, and insuring an adequate system of rail transportation 
in the event of another period of national emergency. 
The second point was an attempt to show that rail 
carriers have been steadily losing business to motor carriers 
in the post-war period . This was done by a discussion of 
the trends in inter- city traffic in the United States during 
the past fifteen years, particularly with respect to the 
distribution of traffic among the several agencies of trans-
port • . In 1939, railroads handled 63.1% of the total ton 
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miles performed by all agencies of inland transportation. 
The ratio declined in 1940 to 62.0%. In 1929 and 1930, the 
railroads estimate they handled about 75% of the nations total 
inter-city freight traffic. Beginning with 1941, and continu-
ing in 1942 and 1943, tne railroad percentage turned upward, 
reaching 71.9% in 1943 - a gain of nearly 10 percentage points 
over 1940. This increase was due, of course, to the tremen-
dous rise in production and distribution levels during the 
war. Since 1944; however, the rail ratio has declined in 
each and every year, falling to a new low of about 53% in 
1953. It is significant to note that the losses since 1943 
have been, for the most part, greatest relatively in the 
commodity groups which return the highest average revenues 
per .ton. The result of this trend has been to throw an in-
creasing burden of maintaining the nation's rail transporta-
tion system on the bulk low-rated commodities which move 
largely by rail. From 1944 to 1953, total inter-city traffic 
of all carriers increased by 84 billion ton miles. Rail 
freight decreased by 132 billion, while .. motor truck traffic 
increased by 142 billion. Referring to these statistics 
Mr. Getty said: 
This does not mean that railroads are any · 
less essential than they were in 1944. 
What it does indicate, is the rapid rise 
of competitive agencies, assisted as they are 
by the use of transport facilities provided 
for them by the Government .* 
·* 18 . 
In making his third point, Mr. Getty hit again and 
again at the public aid given the motor carrier industry. 
He discussed the effect on the. railroads of the growth of 
traffic handled by competing carriers.# Mr. Getty pointed 
out that analysis of data from one of the basic statistical 
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series used by the u. s. Department of Commerce in develop-
ment of national income showed not only that railroad revenues 
have lagged behind the revenues of other agencies of trans-
port, but also that they have fallen behind the trend in 
sales of all industries in the United States. ~~. Getty 
stated: 
The fact that public treasuries have borne, 
and are continuing to bear, some part of the 
cost of certain carriers - costs which are 
not included in the price of transportation 
to the users thereof ~ is one of the primary 
reasons why transportation prices have lagged 
behind the trends in prices of other goods 
and services. Thus, the railroads which are 
not beneficiaries of subsidies in any form 
have not only suffered from the loss of 
traffic to subsidized agencies of transport, 
but have also suffered by reason of the de-
pressing effect of 'those subsidies on rail-
road rates and fares. This latter situation 
is illustrated by the fact that according 
to studies prepared and issued by the Bureau 
of Transport Economics and Statistics, Inter-
state Commerce Commission, the ratio . of 
railroad freight revenue to ·the value of 
commodities transported by. rail, declined 
from 7.90% in 1928 to 5.51% in 1950 , the 
latest year for which the. data has been 
compiled.* . 
# The obvious effect, of course, has been the diver-
sion of traffic from .the rails, and the consequent 
loss in revenues to those carriers. 
* 18. 
For their fourth and final point, the rails represented 
by Mr . Getty attempted to relate the post-war expansion in 
transport facilities to the volume of traffic currently 
available. It was stated that the railroads alone have 
spent some 9 billion dollars for purchase of new equipment 
and improvements to railwa~s and stDuctures in the post-war 
period. Substantial amounts have also been spent for new 
facilities of transport by motor, water, air, and pipe line 
carriers. In all, a total of more than 25 billion dollar s 
has been spent for these purposes. It was pointed out, 
however, that transportation volume has been declining since 
the cessation of hostilities in Korea . Net income of 
Eastern and Southern District Class 1 railroads showed de-
clines ranging between 40 and 75% from November, 1953, to 
April, 1954. For motor carriers in the fourth quarter of 
1953, tonnage was off 4.2%, and net income declined from a 
profit of $2,824,965 in the corresponding 1952 quarter, to 
a deficit of $9,954,170 in the 1953 quarter. Mr . Getty 
pointed out that even in times of peak business activity, 
both the railroads and the motor carriers operate on an ex-
tremely narrow margin of profit. In the first four months 
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of 1954, net income of Eastern and Southern Class railroads 
represented only 3.2 cents per dollar of revenue. In the 
third quarter of 1953, net income of Class 1 motor carriers 
of property represented only 1.5 cents per dollar of revenue, 
and in the fourth quarter of 1953 there was no margin at all. 
The railroads represented by Mr. Getty believe that further 
losses of traffic to the McLean Sealand Service would 
seriously threaten their financial stability. 
In its brief submitted to the I.C.C., the Atlantic 
and Danville Railway Company took the position that McLean 
could not get the traffic that it had stated it expected 
to get with the new service. The Atlantic and Danville 
stated: 
Not one shipper promised McLean that he 
would give it additional traffic. Not one 
shipper indicated that he would be willing 
for McLean to substitute an intermediate 
water transportation service for the land 
service which McLean is now rendering ••• 
not one shipper conceded the proposal 
would bring about an improved service 
from the standpoint of time en route.* 
The Atlantic and Danville also pointed out that one of 
McLean witnesses had testified that he was of the opinion 
that the gross revenue assignable to the so-called "water 
carrier division" would approximate 31 million dollars by 
the end of the first year after the operation was begun.** 
In order for that tomaterialize, some 70-odd million 
dollars in gross revenue now accruing to several transpor-
tation agencies, including rllcLean, would be affected. 
Slightly over 9 million dollars would supposedly come from 
McLean's present operation. Thus, 61 million dollars of 
the gross revenue which is expected to accrue to the "water 
division11 , the gross contribution by McLean would be 
$4,332,000. · A 26 million dollar contribution would thus 
* 32. 
** 19. 
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have to be made by other transportation agencies to make up 
* the total o~ 31 million dollars expected . It was stated: 
It will not be seriously contended by anyone 
that such an impact on the competitive trans-
portation picture which exists between the * 
East and South would be less than terrific. 
The Atlantic and Danville questioned McLean's financial 
ability to inaugurate the proposed service. It attempted to 
show that McLean needed 38 million dollars to consummate the 
deal, and that while the National City Bank of New York and 
Reynolds and Company had testified that they were interested 
in underwriting the proposal for a total of $30,500 ,000, the 
possibility of this transaction actually taking place was 
extremely uncertain and indefinite. It said: 
Just how McLean expects to obtain the balance 
of the 38 million dollars - or $7,500,000 -
necessary to consummate the proposed trans-
action is more nebulous, if that could be 
possible, than securing the $30,500,000 just 
discussed ..• M.P. McLean, Jr., testified that 
Bethlehem Steel, which is to build 30 million 
dollars worth of ships, represented to him 
that it would lend McLean 2 million dollars ••• 
and that a representative of Bethlehem steel 
further represented to him, over the phone, 
that Bethlehem would buy $5,500,000 worth of 
Class C preferred stock ••• There is nothing 
in writing from Bethlehem Steel Company and 
nothing in the record to indicate that the 
representative talking to McLean was author-
ized to, or did, bind his company.** 
McLean Trucking Replies to Railroads 
In his defense against the railroads, McLean Trucking 
Compan~ stated: 
* 32. 
** 32 . 
Presentation of evidence and argument by 
rail-carrier protestants ••• has been high-
lighted by marked inconsistencies and contra-
dictions. They simultaneously assume two 
contradictory positions, and within the 
scope of those major contentions they dis-
* agree among themselves. . 
McLean pointed out that the rails ' first position was 
that the shipping public should be denied access to modern 
and economical water transportation and its ·effective co-
ordination with motor carriage to further insure the pro-
fitability of the rail carriers operations. Said McLean: 
\Vith pious protestation of primary concern 
with service to the public and their desire 
to be available to extraordinary effort in 
the event of war emergency, they plead con-
stant attrition by their competit.ors; 
predict that the Sealand operation will be 
successful in diverting a substantial vol-
ume of traffic from present rail movement; 
and prophesy dire results unless they are 
afforded a prescriptive right to all of 
the traffic moving between the areas in-
volved including the present motor carrier 
carryings which they frankly admit ,, they 
are out to capture, through selective rate 
cuts, as well as any traffic developed in 
the future. · · 
The second and entirely inconsistent conten-
tion is that the Sealand se.rvice will not 
be able to attract an appreciable volume of 
traffic; that such traffic will not have 
the revenue level applicant attributes to 
it; that applicants expenses will be much 
higher than estimated; and that, in summary, 
the proposed operation is both economically 
unsound and a higher cost form of trans-
portation than railroad transportation, 
thus assuring its quick demise.*** 
* 29. 
** 29. 
*** 29. 
McLean Trucking Company pointed out that while the 
rails were predicting the dire results which. would follow 
the revival of coastwise commerce by the Sea-Land Service, 
the rail carriers bolstered the~ by asserting that every 
pound of freight presently moving by rail which is within 
the area shown by McLean studies to be competitive would 
leave the rails for movement coastwise. The Atlantic Coast 
Line Railroad, for example, predicted a diversion of 
2,150,000 tons from that railroad alone - equal to McLean's 
estimate of sea-Land total annual tonnage. The Pennsylvania 
railroads took a contrasting position and proceeded with 
this evidence upon a theory different from that which other 
rail carriers had expressed. It produced a representative 
of an independent engi~eering firm whose prognostication 
placed the first year's volume for Sea-Land at approximately 
20% of capacity and minimized its chance for growth. The 
opinions of this firm's witness were not founded upon any 
analysis of traffic data and were contradicted by other 
evidence offered by the same rail line which presented the 
witness . 
McLean's Trucking took the position that the Sea-Land 
-
Service does not have the capability of diverting sufficient 
traffic from the railroads to have any material effect on 
their operations or to impose any burden of increased cost 
on other railroad traffic. This would be true even if it is 
assumed that the Sea-Land traffic will be drawn substan-
tially from present rail movement rather than from cooperating 
motor carriers,. including non-regulated-for-hire · carrie r s, 
which is most unlikely to happen to any substantial degree . 
The total capacity of the four ship <?Peration would be 2t 
million tons annually . Of this, McLean Trucking Company 
listed 760~000 tons as traffic with characteristics similar 
to present rail traffic. The gross revenue on this at a 
$1.27 would be approximately $19,450,000 , ha_lf of it going 
to Eastern and half going to Southern lines. The portion 
to the Southern lines is lese than 1/10 of 1% of the total 
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·freight revenues of the Southern line in 1952 of $1,336,157,778. 
Even if it is limited to the lines serving the seaboard, it 
is less than 1%. The situation in the East offers a similar 
comparison. It was shown that any conceivable loss to the 
railroads would be less than the amount of .normal growth 
of rail traffic in the South, which has been at the rate of 
900,000 tons per year, comparing 1939 (120 , 582, 000 tons) 
with 1952 (241,601,000 tons). 
In answer to the questions of its financing ability, 
McLean Trucking Company stated : 
Suffice it to say that the r a il pretest -
ants apparently doubted the accuracy of 
the applicant .! s testimony regarding the 
lengths to which it had gone to that direc-
tion and the extent of genuine interest on 
the part of the financial organizations · 
with which applicant had conducted its 
negotiations . Accordingly, they requested 
subpoenas· to produce officials of the ~ 
National City Bank of New York and of 
the underwriting firm of Reynold.s and 
Company. A Vice-President of the bank 
and a partner of the firm appeared and 
fully substantiated the applicant ·' s view 
of the situation. In brief, it is that 
negotiations have progressed as far as pos-
sible until authority has been obtained to 
. consummate the proposed transaction and 
enter into firm contracts for the construc-
tion of the vessels and for the necessary 
financing.* 
Water Carriers Object 
Sea Train Lines, Inc. intervened in the Sea-Land case 
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but participated only to the extent of raising legalistic 
objection to the proposed merger between McLean Trucking 
Company and S . C. Loveland Company. Its objection was predi-
cated upon an asserted partial dormant state of the Loveland 
operations. The objection was raised under a rule adopted 
by the r .. C .c. on .August 4, 1953, which governs the transfer 
of certificates of water carri ers engaged in interstate 
commerce.** Section 306 .9 of this rule states as follows: 
The transfer of anycertificate or permit 
under wh~ch operations are being conducted 
at the time of the proposed transfer, will 
be approved only upon a showing :xhat the 
suspension of operations was caused by 
circumstances over which the holder of the 
certificate or permit had no control, and 
· that the water carrier operations author-
ized under the certificate, or permit, 
sought to be transfered will be consistent 
with the public interest.** 
Sea Train's motion was over-ruled, however, and ·its 
. # 
participation in the case ended at that point. 
Three inland water carriers protested, among which 
* 29 . 
** 47. 
·# Sea Train Lines, Inc. later submitted a brief as 
a protestant which again emphasized the point 
mentioned here. 
c. G. Willis and Company was the principal speaker. Its 
principal point was the fact that existing services of 
Willis were entitled to protection. Willis said: 
The water carriers' competitive picture will 
be completely disrupted if this powerful 
motor carrier is permitted to enter the 
field as an unlimited water carrier. Cer-
tainly justice demands that a water carrier 
service, established and maintained as such, 
is entitled to protection against such 
overwhelming competition. The inherent 
advantages of water carriage do not include 
its operation by a motor carrier. The pub-
lic interest may be best served by leaving 
the two in separate hands.* 
McLean Trucking Company Answers Water Carrier Objections 
In answering the objection raised by Sea Train Line s, 
" 
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Inc. concerning Rule 306.9, McLean Trucking Company-- stated : --
In the first place, the obvious intent of 
the rule is as a governing factor onl~ in 
the case of simple transfers of operat~ng 
authority solely under Section 312 of the 
Act, and not as dispositive of the quest ion 
of consistency with the public interest -
presented by transactions of the -character 
embraced within the effective scope of 
Section 5(2). There, the questions of 
proposed enlargement or variation in the 
character of the operations of the carrier 
to be acquired, are merely subsidiary mat-
ters to be considered in connection with 
the Commission's statutory duty to pass 
upon the broad question of consistency 
with the public -interest.** 
McLean pointed out that even if the interpretation 
- which Sea Train Lines sought to place upon the meaning and 
effect of Rule 306.9 had any validity as a matter of law, _ 
* 36. 
** 29. 
it would have had no ~pplication to the facts in this 
particular case. The evidence conclusively established 
that there was no abandonment or suspension of Loveland' s 
operations. While it might be true that adverse economic 
forces following ·the war had reduced the volume of traffic 
for which it could successfully compete, with the result 
that only about 71,000 tons was t ransported in 1953 as c om-
pared with 300,000 tons in 1939, it was also equally true 
that its operations during recent years have embraced a 
variety of commodities and that its vessels, owned and 
chartered, self- propelled barges and tugs have plied the 
inside and outside routes along the Atlantic Coast from 
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* Maine to Florida, serving ports and points in a dozen states. 
In replying to C. G. · vlillis, McLean pointed out t hat 
the line operated only small vessels over the inland r oute 
and does not offer, nor intend to offer, a trailership 
service. It was suggested that the reluctance of Will i s 
to vary from the conventional methods of handling transfer 
of freight to and from its vessels, and its ability to 
continue this type of service might be at least partially 
explained by the fact that its owner also owns a stevedor i ng 
company which derives some $600,000 a year from r evenues of 
its operations. It was shown that many of the appr ehensions 
of Willis over potential losses were without substance. I n 
the first place, few of the shippers who supported McLean 
* 27. 
had ever heard of Willis, or, much less, had used their 
services. More to the point, however, those few who were 
using- inland carriers intended to continue doing so because 
that service and its low cost was well adapted to their 
needs. 
Malcolm B. McLean Answers Directly the 
Object_ions of the East-South T-rucking Committee 
The East-South Motor carriers claimed no objection to 
the establishment _by McLean of a trailer on ship service, 
providing such service would be equally available to all 
motor carriers; but they made vigorous objection to the 
control and domination of such service by a competing motor 
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carrier. Six reasons were given to explain this position. 
-Malcolm B. McLean answered each of the six reasons personally . 
These reasons are stated below along with McLean's exact 
answers. 
Reason No . 1 concerned the fact that the ownership 
and operation of Loveland, as a division of McLean in 
trailer or ship service, to which service McLean only would 
have access, would result in unsound, unfair, and destruc-
tive competi,tive :Practices and undue and unreasonable prefer-
ences or advantages contrary to the national transportation 
policy and the Interstate Commerce Act. 
McLean 's reply: 
Not only McLean, but all carriers and all 
others desiring to use the Sea-Land service 
will have full access to it and equal right 
to use it on the same terms and conditions 
as those which will govern its use by 
McLean Trucking Company's own motor carrier 
operations.# 
Reason No. 2 pointed out that while McLean had stated 
that the contemplated service would be available to other 
carriers, the charge was made that it would not be realistic 
to assume that l.J.IcLean 1 s competitors would enjoy a complete 
equality of access with McLean to such service. 
McLean's reply: 
This is a restatement of Argument No. 1. 
I don't know who has made this charge, but 
I wish to state that it is not only incorrect, 
but like a motor carrier, must make its ser-
vices available upon reasonable request. 
Whether ·the motor carriers use Sea-Land ser-
vice for forwarding operations similar to 
the proposed piggy-back operations of rail-
roads or as connecting lines, I will state 
without equivocation that, whether the law 
requires it or not, they will have equal 
opportunity with our own motor veh+cle land 
operations to use these vessels. I n f act, 
we have planned to operate ve ssels in suffi-
cient numbers and with sufficient capacity 
to 'handle such of the East-South motor-
carrier traffic as may move economically by 
that method and as these motor carriers may 
tender to us. We will obtain additionsl 
vessels as conditions warrant. 
Reason No. 3 as put forth by the East-South Trucking 
Committee attempted to show that the proposed service, 
under the complete domination of a single motor carrier, 
provided the means of destroying the motor carrier rate 
structure to the injury of the public and motor carriers. 
One motor carrier stated that such an operation as this 
would throw the rate structure of the motor carriers back 
# The replies of Malcolm B. McLean to the position of 
the East-South Trucking Committee were obtained from 
a McLean Trucking News Release, May 12, 1954. 
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to the chaotic stage it was in prior to the Motor Carrier Act 
of 1936. 
I"lcLean' s reply: 
This is simply an indirect way of saying that the 
reestablishment of lower- cost water transporta-
tion in coastwise service along the Atlantic Sea-
board , with corresponding differentially lower 
charge s to its users. -- as it existed until 
1941 -- will add a competitive element to the 
transportation picture. Of course it will. 
Its primary benefit t o its users -- both ship-
pers and motor carriers -- will be that it is 
a lower cost service which, as ·the law directs, 
will permit its users to share in these savings. 
Competition is still the basis for progress in 
· this country. It was the increasing pressure of 
rail competition on the trucking industry which 
started our inquiry and which led us to the 
development of this coordinated, lower cost 
service. 
As to the effect on the rate structure, and 
t he comparison made with the unregulated years 
prior to 1936, both motor carrier and water 
carriers ' rates and charges have been brought 
under the control of the Interstate Commerce 
Commission since that time - - the motor carriers 
in 1936, and. the water carriers in 1941. The 
Commission presently regulates Buch competitive 
influences among rail carriers, among motor 
carriers, among water carriers, and between 
any t\'vo of these competing forms of transpor-
tation. It is equally competent to regulate 
competition between a joint motor-\'later carrier 
service and other modes of xransportation. 
Reason No . 4 found the Committee taking the position 
that if trailership service is economically sound, it should 
be offered by a water carrier, completely independent of 
any of the existing motor carriers. It said that the ser-
vice should be equally accessible to all of those existing 
motor carriers. 
McLean 's reply: 
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This appears to be a restatement of the first 
three arguments to which I have already re-
plied. I should like to add that when our 
investigation indicated the need for a water 
service of this type with which to coordinate 
a portion of our long-haul operations to 
combat the squeeze of rising costs and rail-
road selective rate-cutting practices, we 
looked for a suitable independently-operated 
water carrier to use. \ve found none. vie 
discussed the matter with one of the largest 
inter-coastal water lines and found, as we 
expected, that it was unwilling to make the 
investment required to provide the service. 
Obviously, this operation must be owned and 
conducted by the organization which (1) can 
and will provide the investment needed, and 
(2) has a combination of motor carrier and 
water carrier experience, and (3) has an ex-
isting volume of traffic to ensure a nucleus 
of traffic to be transported. 
Reason No. 5 expressed the idea that if trailer-
ship service was established at rates lower than existing 
motor carrier rates, the differentials should be absorbed 
entirely by the water operations, and that this could be 
possible only through the separation of the two services. 
McLean's reply: 
This could be accomplished accurately and complete-
ly through use of a conventional cost allocation 
system for corporate, administrative, and gen-
eral expenses, together with the normal separa-
tion of functions, record-keeping, accounts and 
assigned personnel which we intend to employ 
for the Water Division of McLean Trucking Com-
pany. 
If any legitimate complaint should be found to 
exist, the Interstate Commerce Commission has 
authority to require correction of any divi-
sions found to be "unjust, unreasonable, or 
unduly preferential or prejudicial as between 
the carriers parties thereto," including 
divisions between "common carriers by water" 
and "common carriers ..• by motor vehicle." 
(Section 307(e), Interstate Commerce Act.) 
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Reason No. 6 related to the proposed issuance of 
securities to finance the expanded operation. Briefly, it 
expressed doubt that McLean Trucking Company could finance 
the proposal and concern as to whether McLean might be 
stretching its financial resources. 
IVIcLean' s reply: 
I doubt the sincerity with which this argument 
is advanced, and I know that it is actually 
without merit, first, because these competitive 
carriers had no knowledge of the financing plan 
when their position was stated, secondly, be-
cause the financing plan was developed through 
consultation with some of the most respected 
and able minds in the financial field as a 
well-balanced increase in both equity and 
creditor interests, and, finally, because 
tentative arrangements have been completed 
for much of the financing program. 
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Summary 
It is obvious that the railroads relied strongly on 
I.C.C. sympathy in regard to the traffic they would supposed-
ly lose to the Sea-Land Service. They went to great length 
in describing the volume of traffic available to all carriers 
and the potential amount of traffic that the Sea-Land Service 
would steal. 
There can be no doubt that the rails will lose some 
traffic. However, it is the author's opinion that they will 
not lose enough to seriously impair their operations and 
certainly not as much as they stated before the I.C.C. As 
was indicated above, it has been shown that any conceivable 
loss to the railroads would be less than the normal growth of 
rail traffic in the south. The amount by which the rail case 
was overstated was well shown by the fact that the Atlantic 
Coast Line Railroad predicted a diversion from that line alone 
which equalled McLean's total estimate of the annual sea-Land 
tonnage. 
The railroads' cry of discrimination and motor transport 
subsidy did little to enhance their case. In brief, the rails 
may suffer some painful short~vun losses. These losses, 
however, will be nowhere near so extensive or so catastrophic 
as predicted. 
It appears to the author that the competitive motor 
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carriers agree to the general idea of the 11 water piggyback11 • 
Their main concern seems to be whether or not McLean Trucking 
Company will, in actual practice, allow the equal opportunity 
for participation that it now claims to offer. They are also 
naturally concerned as to whether or not this proposal will 
give McLean other advantages not directly foreseen at this 
time. 
It would appear that McLean is sincere when it states 
that it welcomes all carriers who wish to participate on 
equal footing ~.rith McLean 1 s own trucks. It is also probable 
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that safeguards could be set up through negotiation which would 
protect the interests of all of the participating carriers. 
The apprehension of competing motor carriers is certainly 
understandable. It is the author's opinion, hdwever, that 
the difficulties presented do not provide an actual obstacle. 
The objections of competing water carriers were for the 
most part, unimportant, because actually there are no such 
carriers. c. B. Willis company does not cover the same area 
that Sea-Land proposes to cover and is an inland carrier for 
the most part. sea-train Lines .did not offer a1 very vigorous 
I 
objection and probably would not lose much of its present 
traffic to McLean. 
CHAPTER VII 
ANTI CIPATED ACCOMPLISHMENTS OF THE PROPOSED SERVICE 
In order to obtain a complete understanding of the 
issue involved in the proposed "roll 'em on - roll 'em off11 
services, it is necessary to understand the objectives of 
these services and the vaccum in the national transporta-
tion system which the proposed expansion of water carrier 
operation is designed to fill. This requires a brief re-
view of the histo.rical background against which the proposals 
must be considered. It is then possible to discuss the 
various benefits which will accrue to the several areas in-
volved up and down the East Coast. 
Historical Background 
In the years which preceded World War II there was an 
active coastwise fleet along the Atlantic Coast which served 
all of the major ports and many of the secondary ones. When 
the War started that fleet was requisitioned by the Govern-
ment and the domestic services were~ of necessity, suspended. 
Economic conditions at the termination of hostilities and 
since have prevented the reinauguration of most of these 
break bulk services, and effective coastwise service today 
is very nearly non-existent. The above-mentioned adverse 
conditions are well known~ but it might be well to restate 
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them here. The .i are mainly the tremendous increase in cost 
of running an American flag vessel~ long unproductive time 
ln port as compared with relatively short sea runs~ stevedoring 
and longsho~e costs~ and the slowness and obsolescence of the 
pre-war coastwise vessels.. The ·record of the McLean I .c .c. 
hearings is replete with references to that situation~ to 
the causes therefor~ and to the aconomic need and urgent 
desire of a wide variety of shippers for renewed access to 
the economies of water transportation .# The situation was 
well summed up by the commission itself in a recent decision 
involving Sea Train Lines~ Inc . * In this case the I.c.c. 
said : 
In the year 1939~ eleven coastwise lines were 
operated between New York and North Atlantic~ 
South Atlantic and Gulf ports. These carriers 
served 33 ports in the United States reaching 
from Portland, Maine~ on the North ~ to Browns-
ville, Texas on the Gulf. Among the 11 were the 
Old Dominion Steamship Company operating between 
New York and Norfolk, Newport News and Richmond~ 
Virginia; Ocean Clyde-J:11alory Lines; Agwilines~ Inc.~ 
and the Pan-Atlantic. None of these carriers is 
presently engaged in South Atlantic Coastwise 
service . 
The present state of the coastwise services as compared 
to pre-war activity can clearly be set forth as follows: 
In 1937 (last pre-war year for which adequate statistics are 
available), excluding tanker products, there moved north-
bound 1,655,033 tons as compared with only 94,611 tons (5.7%) 
in 1952 . Southbound, in 1937, there moved 987,693 tons, 
# It should be remembered that water transportation is 
historically the lowest cost type of transport service. 
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compared with only 90,625 tons (9.1%) in 1952 . 
Objectives of the Proposal 
In the Sea-Land proposal, we have the answers to the 
problems mentioned in the proceeding paragraph which have 
been plaguing water carriers in the post-war era. Using the 
trailers as containers and the ramps for loading and unload-
ing will eliminate a large part of the serious handicaps of 
handling cargo by conventional means. Port delays will be 
reduced, with consequent large saving in vessel operating 
expense. The vessels will be new and fast and adcypted to 
the expedited services expected of them. The service will 
provide for elimination of pilferage and damage incident to 
multiple handling, availability of the service adapted to 
small shipments, and, most important, the extension of the 
economies of water transportation to interior points and 
the combining of such economies with the flexibility of motor 
service . 
The motor carrier industry itself· will be favorably 
affected by the proposal. It is now fairly well agreed that 
the lengthy over-the-road haul is not the ultimate in motor 
transportation.# Thus, by piggy-backing the trailers over 
the long haul and driving them over the road · to and f rom 
pick-up and delivery points, shippers utilize motor trans-
portation in such a way as to get maximum efficiency, com-
bining the inherent advantages of door-to-door service with 
# This is well supported by the present rapid increase 
in rail piggy-back services. 
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the economies of long haul water transport. The water service 
is pledged to provide opportunity for interchange to motor 
common carriers generally, and without discrimination. In 
this connection Malcolm P. McLean stated: 
We expect to operate to and from such ports as 
Jacksonville, Florida; Savannah, Georgia; Charleston, 
South Caroline; Wilminton, North Carolina; Norfolk, 
Virginia; Baltimore, Maryland; and the port of 
New York, Providence, Rhode Island and Boston, 
Massachusetts . Other ports will also be served 
as found suitable. The McLean Trucking Company 
conventional motor carriers operation serves only a 
portion of these areas and only a limited number of 
these ports. We have always contemplated, and still 
contemplate, making the water division service a 
desirable development for the motor carrier indus-
try, and I am sure that we will.* 
None of these objectives will be reached, however, unless 
the service is of such a character as to be attractive to the 
individual shipper. It is, therefore , important to determine 
just how he will benefit from such a service. 
Benefit to the Shipper 
The individual shipper support for the motor water service 
was as impressive in its variety as in its amount. McLean 
Trucking Company did not attempt to produce mere numbers of 
prospective shippers, but tried to exercise a selectivity in 
order to establish the almost universal need for such a ser-
vice, insofar as the Eastern seaboard is concerned. One 
hundred and seven individual firms expressed the desire to 
have available a service such as the Sea-Land proposal. These 
firms alone operate plants or warehouses in 15 states and in 
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142 separate communities. The opinion of some of these 
shippers will perhaps best serve to show the benefit which 
the proposed service is expected to provide. 
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Raymond F. Morton, President and Treasurer of the Pules 
Company of Fall River, Massachusetts, manufacturers of shellac, 
told the r.c.c. he looked forward to approval of the proposal 
in order to expand his market in the Southeast. With the 
lower rates expected from the Sea-Land operation, he said 
he co~ld meet his competitors on an even footing. 
By the same token industry in the South may become more 
competitive in Eastern and New England markets, resulting 
in better distribution and increased activity on the entire 
Eastern seaboard. 
John B. Sundey, Traffic Manager for the General Dyestuff 
Corp., and the General Aniline _ Works, of New York, answered 
a railroad's questioned infer.ence about the slowness of the 
proposed service with the opinion that the McLean operation 
\'IOUld enable him to make deliveries in Charlotte, North 
Carolina, a day earlier than he could by rail. 
Richard S. Penenholz of Lever Brothers said his firm 
had no distribution points between Jacksonville and Baltimore. 
He stated that the new service would allow his firm to open 
such depots at several places in the South. 
As was stated in a preceding chapter, a representative 
of a candy firm told the r.c.c. that lower rates expected 
from Sea-Land service would allow his firm to give the kids 
a bigger candy bar for a nickel. 
Although the expected lower cost of shipping was the 
reason most shippers gave for supporting the proposal, othe r s 
cited the increased trade prospects and the minimization of 
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labor problems. John McHigh, of the Pepsi-Cola Company, a f ter 
pointing out that water transportation had been historically 
cheaper than overland means, said that increasing danger of 
labor tie-ups in present transportation facilities would 
necessitate his firm's approval of the McLean proposal. He 
asserted that strikes and walk-outs could tie up two of the 
three means of transportation now available to his firm. The 
presence of another method, therefore, would eliminate some 
of the dangers of a complete shipping paralysis. 
Mr. Stanley Piegel, of the New Bedford branch of Modern 
Venetian Blinds, Inc., had this to say about the service: 
We should like to point out that our major market 
for venetian blinds is the Southern portion of 
the country, where the weather is favorable and 
climatic conditions are such as to favor the use 
of our product. To a large extent, transportation 
costs from New England into this large potential 
market have put us out of competition with closer 
sources of supply. We do not expect this new ser-
vice to equalize the coat, but to bring the differ-
ence to a reasonable level so that we#may be able 
to equalize or absorb the difference. 
· Mr. Harry Condon of the Attleboro Dyeing and Finishing 
Corporation, Attleboro, Mass., stated that in the operations 
of his firm every yard of goods processed was shipped to 
the firm from the South, and that the plant receives at leas t 
150,000 pounds of greige goods each week. A good portion of 
the finish~d goods is then shipped back to the South. Mr. 
# Quote from letter wri tten by Mr. Spiegel to Mr . R. John 
Griefen of the Massachusetts Department of Commer ce. 
Condon pointed out that transportation is a very vital factor 
to his company's existence i.n New England. In this regard 
he stated: 
I firmly believe that we have something here to 
fight for, and the advantages that we will gain 
from this new idea will enable us to maintain our 
industrial activities in spite#of any geographical 
disadvantages we may now have. 
The commodities which the supporting firms desire to 
ship via Sea-Land cover practically the entire classification 
and include raw materials, semi-finished and finished products 
of every variety. l\1any of the commodities in question former-
ly moved via coastwise services, while others cannot stand 
the delays an~ handling incident to conventional water oper-
, ations, but are fully suitable for the coordinated service. 
Many .of the interested shippers were users of coastwise 
transportation prior to the war. Some shipped as much as 80% 
and 90% of their East Coast traffic by water. Many also are 
now ·employing water services where available and adapted to 
their needs, in intercoastal movement, shipments to Gulf 
ports, inland operations, and Sea-Train where they can meet 
the high minima of movements to the limited area where that 
carrier has its rail connections. It is apparent that these 
are not uninformed shippers supporting a novel proposal which 
promises them low transportation costs. For the most part, 
they are thoroughly familiar with the advantages of low cost 
# Quote from a letter written by Mr. Condon to 
Mr. R. John Griefen of the Massachusetts Department 
of Commerc. 
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wat er transportation and seek its revival, coupled wi th t he 
further advantages to be obtained through its coordination with 
highly flexible motor operations. Some of these who are at 
present operating their own private motor fleet envision t he 
proposed operation as providing a means for them to avoid t he 
necessity of long haul private carriage. 
Port and Civic Interests 
Many civic and public authorities have joined in support 
of the Sea-Land Service. Mr. Walter R. MacDonald, of the 
Georgia Public Service Commission, came out in strong support 
of the proposal. He pointed out that the South was rapidly 
industrializing and thus generating more freight every day. 
He said that the area which he represented had many dif ficul-
ties in the way of the motor carrier, in slzes and weights and 
in taxation, and that he thought that the McLean proposal 
would really serve to improve the motor carrier service i n 
that respect. 
Mr. Edward K. Laux, Traffic Manager of the Port of New 
York Authority, expressed the support of that body. He said 
that the Port of New York Authority had carefully and con-
tinuously followed the economic problems of the domestic 
steamship lines and their services in the interest of the 
welfare and economic development of the Port and in the in-
terest of the national transportation policy. He said that 
the Authority found it reasonable to assume that the coastwise 
services represented revenues of approximately 30 million 
dollars annually to business and labor in the Port of New York 
during the pre-war years. In the post-war years, this figure 
declined to an appalling low. Mr. Laux pointed out that per-
manent loss of coastwise services would result, not only in 
the loss of all of this revenue to the Port, but also in 
deterioration of Port facilities in which vast amounts of 
public and private funds have been invested. He said it was 
also obvious that such a permanent loss would seriously and 
adversely affect many auxiliary port businesses. Mr . Laux 
was convinced that the McLean proposal would go far towards 
solving the coastwise problem of the Port of New York. He 
stated: 
I am of the opinion that this type of vessel 
design and operation will demonstrate that coast-
wise shipping can be restored and strengthened 
on a profitable basis, and doubtlessly will be 
eagerly accepted by shippers in our port dis-
trict and will enable them to reach southern 
markets with a dependable and economical trans-
portation service.* 
The Port of Providence is scheduled to be the major 
Sea-Land port for the New England area, and is going all out 
in its support of the proposal. The City of Providence has 
already received permission to float a bond issue to pay for 
construction necessary to support the McLean operation in 
the Fields Point area of the Port. Mr. Monahan, Director of 
the Rhode Island Development Council, said in a personal 
interview that Providence would provide the same service 
for any new 11 roll 'em on - roll 'em off11 service that wanted 
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to ame into Providence. Before the I.C.C., r~. Monahan said 
that Rhode Island, through its development council, had em-
barked on a stimulated program for the economic development 
of the state. He pointed out that an effective program of 
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economic development requires every effort to create a healthy 
industrial climate and the best possible industrial services. 
Good transportation facilities are of major importance in de-
termining the present and the future economic help of any 
industrial area. Mr. Monahan pointed out that Rhode Island 
had to be vitally concerned with every phase of transportation 
be~ause of a concentrated, highly industrialized population, 
the necessity of importing food, fuel, and raw materials, the 
necessity to export finished products, and the strategic lo-
cation of the Providence area for serving the regional market. 
He stated: 
In reducing cargo handling time and costs to a 
minimum, it (IVIcLean) offers a happy combination 
of the flexible efficiency of truck transportation 
especially suited for New England's short haul 
highway network and the economy which can be 
realized by water borne shipments. Such service 
should materially improve and broaden New England's 
trade with the Southern eastcoast markets.* 
Mr. James J. Fisher testified before the I.C.C. as Port 
Agent for the city of Providence. He pointed out that the 
IVIcLean proposal would bring added tons of freight into the 
port each year, and that this would result in a definite in-
crease of port activity. This, in turn, should bring about 
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empl9yment and attract manufacturer.s into an area where they 
can distribute their products at somewhere near equal cost 
to their competitors . 
The state of Massachusetts was ably represented by Mr . 
R. John Griefen, Duputy Commissioner of the Massachusetts 
Department of Commerce~ and Mr. Charles E. Downs, Director 
of the Department's Planning Division. Mr. Downs stated: 
Today, considerable attention is being dire~ted 
to the problem of industrial dispersion - with 
the obvious idea of "spreading" our industrial 
pro0uction over a wider area both in the 90untry 
and in the states. This gradual decentralization 
is going to place more and more responsibil-ity 
on our total transportation system - in wbich 
all forms must play a significant pa rt. With 
this added responsibility must also go a greater 
flexibility to meet these decentralization needs 
- both in a peacetime and certainly in a wartime 
or emergency situation. To serve Massachusetts 
productive capacity with as flexible a trans-
portation system as possible, in our opinion, 
the proposed McLean sea-land operation would be 
a valuable and welcome addition . * 
The Port of Boston Commission re~used to give McLean 
Trucking Company the support it requested, and it might be 
well to look briefly into the reasons for that refusal. 
McLean Trucking Company sent representatives to the Port 
of Boston Commission to solicit the commission's support 
for the McLean proposal . The proposal was put before the 
Commission and it was explained that while Providence was 
to be the major port in New England for the operation, 
McLean definitely wished to include Boston in their service 
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as a secondary port. There was never~ at any time, any indi-
cation that Boston was being considered as the major port. 
It is obvious that it should not be, since any goods moving 
up from Southern New England would be back-hauled, resulting 
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in an economic waste. The Port of Boston Commission, however, 
assumed the attitude that McLean's expressed wish to include 
Boston as a secondary port in its ·schedule was merely "bait" 
to get the Commission · to support the Port of Providence. 
The Commission advanced several arguments, among which was, 
first, that there was no physical room for the facilities 
in the port area without sacrificing some other needed facil-
ity; and, secondly, that any benefit derived would be in-
direct anyway. This second reason was based on the fact that 
most of the services which the ordinary steamship requires 
will not be applicable to the McLean Trailership. Bot~ of 
these reasons probably have some validity. However, the 
fact that the Port Commission is not entirely immune to poli-
tical pressure must not be overlooked. 
The opinion of the civic leaders in New England as a 
whole, however, is very well shown in the following state-
ment on the proposed service by Senator Leverett Saltonstall: 
11 As senior Senator from Massachusetts I am 
impressed by the testimony of the Massachusetts 
Department of Commerce favoring the granting of 
this petition. The restoration, in a dynamic new 
way, of the coastal shipping which has long been 
an historic part of the Bay State economy should 
prove highly beneficial not only to the manufac-
turers of Massachusetts, but also to those of 
other New England and North Atlantic States whose 
products are destined to the ever-expanding mar-
kets of the South. The proposal now before you 
embodies a step toward more economical transporta-
tion for New England. In this, it furthers an aim 
of the resolution filed on July 16th by all the New 
England Senators, including myself, calling for a 
complete investigation and study of the transpor-
tation _problems of the New England states. We in 
the Northeast are at the end of the line, and cheap 
transportation is vital to our ability to compete 
with more centval areas. 
In view of these considerations, I wish to be 
recorded in support of this application which I 
believe to be in the broad general interest of the 
economy of Massachusetts as well as that of the · 
United States' defense effort.* 
* 
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CHAPTER VIII 
CONCLUSIONS 
It is the author's opinion that the McLean sea-Land 
Service and related services such as were discussed. herein 
will in the near future, take over most of the domestic 
coast-wise trade . Through use of these services, this trade 
will be lifted from the doldrums of inefficiency and high 
cost which have plagued it since the end of World War II, 
and once again become an important and lucrative part of our 
transportation system. 
The evidence presented in the preceding chapters shows 
a distinct desire and need for this type of service by both 
northern industrial interests and those shipping raw materials 
from the south. 
Actual operation has established the fact that the 
"water piggy-back11 type of service can solve many of the 
problems involved in the transport of goods between points 
in the United States and such areas as Alaska, Hawaii and 
Puerto Rico. The success of the Alaskan experiment is shown 
by the fact that several large companies are rushing plans 
to compete in this trade . While the Hawaiian service has not 
been developed to the extent of that of the Alaskan, it too 
shows great possibilities . The strongest evidence from the 
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standpoint of actual operating success, however, probably 
comes from the operations of the T.M.T. Trailer Ferries, Inc. 
By careful planning and experiment, T.M.T. has expanded the 
"water piggyback11 idea into a practical and reliable service, 
between points on the East coast and ports in Puerto Rico. 
Allied van Lines, Inc., which utilizes the T.M.T. service, 
considers it so successful that it is considering plans to 
extend this type of service to other overseas areas such as . 
the Panama Canal Zone. 
The McLean sea-Land Service is still on paper at the 
time of this writing. However, there is every reason to be-
lieve that this service is not only feasible but highly 
desirable. In planning the operation nothing has been left 
to chance. Coordinated schedules have been carefully worked 
out , potential traffic has been found, and costs, revenues 
and profits very carefully estimated. The unique physical 
characteristics of proposed vessels and port facilities, to-
gether with their methods of operation, comprise the back-
bone of this service just as with the other mentioned ser-
vices. There is every reason to expect that these facilities 
will allow for efficiencies and economies unheard of before 
in water transportation. 
such services are in the public interest. The public 
has a need for and is entitled to modern and efficient coast-
wise service. It is shown in this thesis that the shippers 
themselves and those informed officials who represent their 
122 
. -........_ 
interests have demonstrated beyond doubt the positive need 
for reinstallation of an effective coastwise service which 
\'fill make the inherent advantages of water transportation 
once again available to shippers and consumers. 
Also, there is no doubt in the author's mind as to the 
need for "water piggyback" services in our national defense 
system. The importance of such a service was well demon-
strated by General Bessen in his testimony supporting the 
McLean proposal. The Defense Department feels that a ser-
vice of this type would provide an undisputed contribution 
to our national security, and so, while it is encouraging 
private capital to pioneer "roll 'em on, roll 'em off" 
operations, the government is not depending solely on private 
means for development of such a service. It is now building 
six ships of its own, very similar in design to those pro-
posed by McLean. 
Another consideration concerns the boost which ship 
construction for the new services w_ill give our lagging ship-
building industry. Any company wishing to operate a "water 
piggyback" service must either build new vessels or convert 
old ones. In any case it \'Till mean an increase in shipyard 
activity. Tentative plans call for the construction of the 
McLean Sea-Land vessels at the Quincy Yard of the Bethlehem 
Steel Shipbuilding Corporation. The importance which 
Bethlehem Steel places on the project is demonstrated by its 
offer to finance McLean to the extent of a two million dollar 
loan and also to purchase a large amount of common stock • 
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In the long run, other agencies of transportation should 
gain, not lose, because of the establishment of the "roll 'em 
on, roll 'em off11 services . The motor transportation industry 
should recognize immediate benefit by getting its trailers 
off the long over- the-road haul. The railroads probably will 
not lose as much traffic during the initial states of the 
operation as they expect , but in any case they should benefit 
in the long run from the inc~ease in business activity and 
industrial competition which the proposed services will 
stimulate. 
A basic process in economics is involved; tha t is, the 
shifting of economic resources from less efficient industries 
to more efficient ones. Such shifts are inevitably likely 
to be painful to the less efficient industries in the short 
run. In the long run, however, the whole economy benefits. 
The McLean Sea-Land service and related services should 
go far toward carrying out our national transportation policy 
of development, coordination, and preservation of a national 
transportation system adequate to meet the needs of the 
commerce of the United states . 
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FIGlJRE 1.-l'rofile and plan views of plexiglass model show the loading pattern through forward starboard sideport. 
FIGl'RE 2.-Loading pattern through aft starboard sideport. Operations in Fig. 1 and Fig. 2 take place simult,meously. 
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